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PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Shede—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 





Published weekly by THe TrarrFic Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879. 
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WISCONSIN 


The City “Ideal” for Factory, Business and Home 


Burlington is situated on the westerly end of Racine County at the 
junctions of Sugar Creek, White River and Fox River. Although the 
opulation is 4,114 according to the 1930 Government Census, Bur- 
fingt ton has 50% more business frontage per capita than any other city 
within the Chicago Regional District, as was disclosed by a recent 
survey. The reason for this is that Burlington i is situated in the heart of a 
very extensively diversified farming ee. 

As an Industrial Center, the city has no equal, being located 34 
miles from Milwaukee and 65 miles from Chicago, with two railroads— 
the Soo Line and the Saint Paul, and also the T. M. E. R. & L. to and 
from Milwaukee, hauling freight, express and passengers. Chicago 
freight rates are available to all industries. 

Inasmuch as in the 4 of Burlington there are numerous lakes, 
rivers and streams which are being well stocked with fish from the State 
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BURLINGTON G& 


Fish Hatchery three miles south of here, our community is naturally a 
—— s Paradise. 
Our city is noted for its fine residential districts with its spacious, 

well-kept ote and shrubbery and the fine architecture of its homes. 

In addition, Burlington has: 

13 factories, 4 milk plants with over 200,000 Ibs. daily 7 churches, 
7 schools, 3 banks with over $4,000, 000° resources, miles of paved 
streets, stores of every kind, 9 garages, 2 theatres, modern hotels, 
artesian water supply, 2 motor fire trucks, commercial gas plant, com- 
plete sewer system, Public Library, 24 bed hospital with ambulance 
service, 2 newspapers, Building and Loan Assn., Credit Bureau, Bell 
Telephone system, 2 golf courses, athletic park, public park system 
and public camp site. 

There are 4 lakes nearby—Brown’'s, Bohner’s, Honey and Long. 


FOR INFORMATION 
REGARDING 


BURLINGTON 


PLEASE ADDRESS 
GEO. WEILER 
Secretary and Treasurer 
CHAMBER OF 
COMMERCE 


Snapshots from the Air, Burlington, Wis. 
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EFFICIENTLY SERVED FOR pesos BY THE SOO LINE 


SASKATCHEWAN 


POOLE BROS. INC., CHICAGO. 


SOO SERVICE WILL BE SATISFACTORY TO YOU 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 

olicy. 
, A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount ef shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





COMMISSION PROCEDURE 


OW that intelligent opinion pretty largely agrees 
that all forms of competing transportation should 

be regulated alike, as far as possible, and that the power 
of regulation should be in the hands of one body in order 
that there may be coordination and consistency in admin- 
istration as well as in theory, it seems wise that a word 
should be said with respect to the methods of the Inter- 
state Commerce Commission, which is the logical body 
to have the power of all regulation and which is spe- 
cifically recommended by most persons as the proper 
body to exercise that function. 

It may or may not have been noticed that we have 
refrained from lending our support absolutely to this idea 
of making the Commission the regulating body; we have 
always, though we agree with the theory and were among 
the first, if not the first, to advocate it, avoided saying 
that we thought the Commission should have this power, 
and have simply said that it ought to be placed in one 
body or properly coordinated bodies. This is because of 
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grave faults in the Commission’s present methods of ad- 
ministration that, if not corrected, would be all the more 
serious if the scope of its authority and activities were 
widened to include other forms of transportation. We 
know that some of the opposition to the idea of Commis- 
sion control of all forms of transport arises out of knowl- 
edge of and disapproval of these methods. 

In a word, though the Commission is fair, able, hard- 
working, and conscientious, its methods are cumbersome, 
dilatory, and expensive of both time and money. This is 
due partly to the fact that the commissioners devote too 
much of their attention to details and partly to the fact 
that, in these details, they are too meticulous and their 
proceedings are too long-drawn out. 

The Commission has talked much of its desire to be 
relieved of details and has even advocated and procured 
some legislation in line with its desires, but it has not 
even availed itself of all the power in this respect that 
was granted by Congress. 

Under the amendment to section 17, of the interstate 
commerce act, approved February 28, 1933, authority was 
given the Commission to assign or refer any portion of 
its work, business, or functions arising under any act 
of Congress, or referred to the Commission by Congress, 
or either branch thereof, to an individual commissioner, 
or to a board composed of an employe or employes of the 
Commission, provided that “this authority shall not ex- 
tend to investigations instituted upon the Commission’s 
own motion or, without the consent of the parties thereto, 
to contested proceedings involving the taking of testi- 
mony at public hearings.” The amendment further pro- 
vides that the action taken by the individual commis- 
sioner or board of employes shall have the same force 
and effect as if taken by the Commission. Petitions for 
reconsideration or for rehearing as to such action may be 
filed, such petitions to be passed on by the Commission or 
a division thereof. Any action by a division on such a 
petition shall itself be subject to reconsideration by the 
Commission. 

The authority granted in the amendment is limited. 
The Commission originally asked for authority to dele- 
gate duties to individual commissioners or boards of em- 
ployes without restriction, subject to the general control 
and supervision of the Commission, and the exercise by it 
of appropriate powers of review either through the Com- 
mission or a division thereof. 
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Under this amendment, the Commission, effective 
November 1, 1933, provided for assignment to individual 
commissioners the work of handling, without reference 
to the Commission, matters relating to special permis- 
sions, tariff matters, carrier accounts, railroad director- 
ships, when the corporations involved are all part of the 
same system, applications and complaints on the special 
docket, applications for admission to practice before the 
Commission, and similar matters. 

But it has not yet used all the power given to it under 
the amendment; it has not assigned any duties to boards 
of employes. One reason suggested for this is that it 
wished to proceed slowly in using the power because of 
possible apprehension that it would turn over many of 
its duties to subordinates. We see little force in this rea- 
soning, however. The Commission asked for more power 
in this respect than it received; if it did not intend to 
use even that which it received, one wonders why it asked 
for it. 

It is not expected that even now the Commission 
will go the “whole hog.” One suggestion is that the next 
step will be to provide that, when parties agree to the 
shortened procedure of handling cases, their consent shall 
extend also to reference of the case to an individual com- 
missioner or board of employes, in the discretion of the 
Commission. 

The Commission, we think we note, has been tighten- 
ing up on petitions for rehearing and has not been grant- 
ing as many as heretofore. If this were done to a greater 
extent—say, granting rehearings only in cases involving 
questions admittedly of general public interest—the ten- 
dency would be for cases to remain disposed of by divi- 
sions, 

The work of the Commission was_ substantially 
slowed up by the Hoch-Smith investigations which began 
in 1925. This investigation has now been discontinued 
and only the parts not disposed of are under considera- 
tion. Though the Hoch-Smith cases are exceptional in 
the length of time consumed and the volume of record 
made, they are, nevertheless, more or less typical of the 
practice of the Commission in holding hearings all over 
the country and permitting everyone who wishes to do so 
to speak his piece even though that piece has little to do 
with the subject or is useless repetition. 

We think the Commission has made an effort to re- 
duce consumption of time in hearings and arguments but 
we think it should do more. Such procedure should be de- 
veloped that the practitioners would come before exami- 
ners or the Commission with brief-to-the-point statements 
and arguments. Anyone who has attended Commission 
hearings and arguments knows that many words are 
wasted. The responsibility is on the Commission to im- 
prove its procedure in this respect. 

Commissioner Eastman appeared before the House 
committee on interstate and foreign commerce when the 
legislation referred to above was under consideration and 

gave a forceful and enlightening exposition of the work 
of the Commission and the need for changes in its ad- 
ministrative methods, permission to make which was 
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asked and, in part, granted, though, as we have pointed 
out, even that which was granted has not been fully taken 
advantage of. In the course of his statement, he showed 
the additional need for changes that would be imposed 
if the Commission were to be charged with the regulation 
of forms of transportation other than rail. That part of 
his statement is especially apropos of the present discus. 
sion. He said: 


A further result which may assume considerable importance 
is that it will enable the Commission to expand its work very 
materially, if that should become necessary. To illustrate this, 
I have endeavored to outline in my own mind how the Commis- 
sion might expand its organization and handle the work if it 
were given comprehensive powers of regulation over all agencies 
of interstate transportation for hire and more duties with respect 
to railroad reorganizations, and if it also had the authority 
which is sought in H. R. 7432. You will understand that there is 
nothing official about this outline, and that it probably could 
be very considerably improved if all of the commissioners were 
to put their minds to the problem, Nor do I mean to imply 
that there is a probability that our duties will be expanded to 
the extent suggested. The outline is offered merely as illustra- 
tive of possibilities if H. R. 7432 were law. It would involve: 

1. The creation by the Commission of a new bureau of 
motor transportation to handle all matters in connection with 
the regulation of motor vehicles, except accounting and tariffs, 
which could be handled by our present Bureau of Accounts and 
Section of Tariffs. This new bureau should have attached to it 
at least three men of first-rate ability who are experienced in 
motor-vehicle transportation, a body of examiners to hear motor- 
vehicle cases, and a board of three such examiners to decide 
minor cases initially. If the volume of business proved large, 
it might be necessary to have two separate boards of three, 
one for rate cases, and the other for certificates and other 
matters. 

2. The creation of a new bureau of water transportation, 
organized and functioning along similar lines. 

3. In our present Bureau of Finance, the creation of a 
section for work on railroad reorganizations, recruited from our 
present force but augmented by some new men with the appro- 
priate legal and financial experience. We should also have in 
this bureau a board of three examiners for the initial decision 
of cases of lesser importance. 

4. In our Bureau of Formal Cases, the creation of a board 
of three examiners for the initial decision of cases relating 
chiefly to tariff interpretation, another board of three for the 
initial decision of cases relating chiefly to misrouting and de- 
murrage, and another board of three for the initial decision of 
shortened procedure cases not included above and cases where 
no exceptions are filed to the examiner’s proposed report. We 
could probably, if desired, and if necessary, classify out certain 
other cases to refer initially to still another board of three. 


5. Every board of employes for the initial decision of cases 
would have instructions to refer, in their discretion, to a divi- 
sion of the Commission any cases which seemed to them to be 
of importance from. the staridpoint of principle, i. e., to involve 
a new principle or a new application of an old principle. 

6. Various duties apart from the decision of cases and now 
handled by divisions could, from time to time or generally, be 
referred for action to individual members of the Commission. 

How this immense volume of work could be disposed 
of by the Commission without: radical changes in its 
methods we do not understand. We are not now oppos- 
ing giving the Commission control of all forms of com- 
peting transportation—for we think it is the logical body, 
fron: every point of view, to have that power—but we are 
saying that, before this enlarged authority is vested in 
it, it must not only do everything it is now empowered by 
law to do in shortening and simplifying procedure, but 
it must revise thoroughly its ideas of what constitutes a 
full hearing. It is beyond question that, in every impor- 
tant case disposed of by the Commission, it could find 
out everything it needs to know in much less time and 
with much less effort on its own part and by others than 

(Continued on page 952) 
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Current Topics in 
Washington 





That man Thomas Jefferson, once 
more revered as a political saint than 
seems the fact now, appeared to have 
a low opinion of Washington, the na- 
tion’s capital, not the father of his 
country, though, at that, some, at 
times, wonder whether he really thought much of his fellow 
Virginian except to lay plans for the undoing of George in a 
political sense. 

“Were we directed from Washington when to sow and 
when to reap,” once said he, “we should soon want for bread.” 

Jeering at Washington when one’s ideas are not being fol- 
lowed by the administration was as common in Jefferson’s time, 
of course, as since then. Jefferson viewed with alarm the Con- 
stitution that was devised, in the main, by the alleged aristo- 
crats, politically known as the Federalists, with whose saint, 
Alexander Hamilton, the red-headed cousin of John Marshall, 
was generally fencing and fighting. 

To be sure, it might be suggested, could Jefferson have 
known how gracious Washington could be in the matter of per- 
mits to sow and reap, he might not have sneered at the thought 
of having the nation’s capital minutely supervise the doings of 
all Americans, 

Had it been possible for Jefferson to have seen some of 
the publicity the NRA would be putting out 112 years after his 
death, any reasonable man can believe he would not have 
penned the line indicating complete distrust of Washington as 
the manager of all the incomings and outgoings of all the 
people of the country. 

Release No, 4943, of the NRA, shows how helpful that part 
of the Jefferson-mistrusted Washington, on proper occasion, can 
be. Under the caption, “NRA helps victim of numerous ‘acts 
of God,’” that organization’s publicity bureau tells the world 
how it permitted the Green Mountain Lime Plant, victim of fire 
and flood, to work 48 hours a week to save itself, instead of 
only 40 hours a week, as in the code made and provided. Mar- 
velously, the application to work overtime, without penalty, was 
approved not only by the Division of Research and Planning 
and the Legal Division, but also by the Labor Board. That fact 
was set out, seemingly, as an afterthought, in the last sentence 
of the announcement about the help for the victim of “numer- 
ous ‘acts of God.’” Almost, it seems, the fact was forgotten 
and withheld from the public. 

The application, written, with becoming humility, by J. 
Schneider, M. D., for Brewer and Company, Inc., Worcester, 
Mass., after saying that the plant was ten miles from the 
nearest city and six miles from the nearest village, with access 
to it cut off by the washing out of a bridge on the main road, 
says, “the writer prays that you understand our situation and 
offer us the privilege of working a 48-hour week until the latter 
part of August or September, when we hope to be able to re- 
cover from our losses.” Among the facts in that situation was 
that the spring thaws “are flooding the area so rapidly that it 
may completely destroy all approach.” 

And this is how this act of magnanimity on the part of the 
NRA was announced by its publicity department: 


Jefferson Could Not 
Know How Gracious 
Washington Could Be 


_. The National Recovery Administration today (May 9) rushed first 

aid relief to the Green Mountain Lime Plant, New Haven Junction, 
Vermont, which has been the victim of fire, flood and a wash-out. 
Relief took the form of an order, signed by Divisional Administrator 
A. R. Glancy, in response to a letter from the owners of the plant, 
permitting them to work 48 hours per week without overtime pay, 
until August 31, 1934. 


The story, it might be suggested, would not have been so 
pleasing if Mr. Glancy, on the morning he received the appli- 
cation, had had a bad attack of gout or his breakfast had not 
agreed with him. Then he might have been unable to see the 
necessity for working eight hours a day to overcome the ill 
effects of fire and flood. In the days of rugged individualism 
the Vermonters might have worked twelve or fifteen hours a 
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day to meet an emergency, without asking anybody’s permis- 
sion. 





Carter Glass, peppery, cock-sparrow 
senator from Virginia, delights to be 
known as an unreconstructed rebel, not 
only on account of the disagreement, 
with guns in hand, between the north 
and the south, but in other matters as 
He was a small boy when the war between the states 


Concerning the 
Throwing of Money 
Out of the Windows 


well. 
ended. 

Talking with a newspaper reporter about the state of the 
union, the reporter said, Glass said “we” had entirely too many 
alphabetical projects. To illustrate his idea, he said the CWA 
had put men to work in Lynchburg, the town in which Glass 
publishes a newspaper, painting some buildings; that so far 
over $900 had been spent on the work that used to cost the 
town about $85, but that up to this time the job had not been 
finished. 

That story was printed about the same time it came out, 
from official sources, that between 3,500 and 5,000 persons in 
the District of Columbia were on relief rolls, notwithstanding 
the fact that they had sources of income other than the dole 
they were receiving from the federal funds provided for the 
District of Columbia. 

A redeeming feature about the padded relief rolls was that 
one of the three men who govern the District of Columbia, the 
man in direct charge of the relief work, acknowledged responsi- 
bility for the situation and indicated that he was going to give 
someone h—— on account of it. 





Now is the time senators and representa- 
tives are trying for renomination. In all parts 
of the country there appears to be competition 
among candidates to prove that each has the 
approval of President Roosevelt. Both Democrats and Repub- 
licans are doing it. 

Some of the fawning on the man in the White House makes 
some old timers in politics wish for something to quiet their 
stomachs. They have no trouble recalling that thirty or forty 
years ago, when a man was accused of seeking or accepting 
help from the White House in his campaign, he did everything 
possible to make the public believe the charge was not true. 

For instance, in 1892 the supporters of John Sherman, in 
his campaign for reelection to the Senate from Ohio, indig- 
nantly denied the implication, conveyed in cartoons, that Sher- 
man was getting help from President Harrison. The implica- 
tion was conveyed by placing Grandfather Benjamin Harrison’s 
beaver hat on Sherman or some of his campaign managers. 

Boot-licking the White House came in unashamed about 
the time of Theodore Roosevelt. The latter had gone over 
the heads of the party leaders in Ohio to make things difficult 
for Col. Charles F. Dick, in his campaign for return to the 
House of Representatives. 

From Theodore Roosevelt’s time forward angling for the 
White House support became almost as shameless as the obse- 
quiousness of French noblemen intriguing for the honor of hold- 
ing the king’s shirt while he was dressing, or performing some 
other menial service for royalty. 


This Era of 
Boot-Licking 





Although having before him the dictum 
of Solomon that “there is no new thing un- 
der the sun,” Senator Patterson, of Mis- 
souri, in a recent speech, recited things told 
about the Emperor Diocletian, A.D. 284-304, as if the things 
done by that Roman emperor were then new, so as to draw a 
parallel between them and the things being done now. It is 
true that Diocletian and his supporters had a slogan, “novae 
tabulae”’—new accounts—which, inasmuch as they included scal- 
ing debts by increasing the number of aurei to be coined from 
a pound of gold from 50 to 60, might be called “new deal.” But 
such debasement of the currency was not invented by Diocletian. 

In one respect Diocletian was, it may be believed, the spir- 
itual predecessor of President Roosevelt. As quoted by Senator 
Patterson, Lactantius, a contemporary of Diocletian, said: 


Diocletian Also 
a New Dealer 


He was an inveterate organizer of governmental bodies. Many 
administrations and a multitude of inferior officers lay heavy on each 
territory and almost each city. There were also many conservators of 
different degrees, and deputy administrators. 

To this there was added an endless passion for building, and on 
that account there were endless exactions. Here he builded public 
halls, there a circus, here a mint, and there a factory for making 
weapons of war. 

So great were the deficits and so huge the taxes that there began 
to be fewer men who paid taxes than there were who received wages; 
so that, the means of the husbandmen being exhausted by enormous 
impositions, farms were abandoned, cultivated ground became wood- 
land, and universal dismay prevailed. 


Without naming him, the Missouri senator said another 
historian declared that, in his reign, Diocletian devised a novel 
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method of restricting the overproduction of grapes by decreeing 
the plowing up of one-third of the vineyards of Italy. 

Not all historians, however, regarded as evil the things 
Diocletian did in his effort to brace up the empire, which 
showed signs of crumbling. One, for instance, thinks Diocletian 
is entitled to credit for having laid the foundations for the 
bureaucratic form of government found in Europe today. Still 
another, however, points out that Diocletian fell flat in his 
effort to regulate prices, even as others since then have done. 
One thought the bureaucratic idea a failure. 

But the Missouri senator might have gone back a little over 
300 years further to the dictatorship of Julius Cesar and found 
that that gentleman tried some of the things now accounted 
right new—by those who may not believe Solomon knew much. 
In the writings of Theodor Mommsen, the German historian who 
devoted himself to Roman affairs more broadly than Gibbon, 
who wrote merely about the decline and fall of Rome, any 
searcher for parallels may find much to delight his soul. 





Though the Commission insti- 
tuted a proceeding, Ex Parte No. 
114, because southern and west- 
ern railroads filed fourth and 
sixth section applications for per- 
mission to continue their experi- 
ments with reduced passenger fares, it disposed of the matter 
with an announcement that it had granted the applications. 
Usually, when the Commission takes the trouble to initiate a 
proceeding, it also takes the trouble to make a report about it. 

A report in this matter would be more than ordinarily in- 
teresting on account of the question that seemed to be raised 
by the fact that the Southern showed a greater increase in 
revenue on a basic coach fare of 1.5 cents than was shown by 
other railroads on a basic coach fare of 2 cents a mile. The 
question suggested by the fact was on what violation of the 
interstate commerce act could the Commission have forbidden 
the Southern to charge as low as 1.5 cents a mile. The testi- 
mony did not show that that road was taking anything from 
any other railroads. 

Commissioners Aitchison, Lee, Mahaffie, and Miller voted 
against allowing the Southern to continue on the 1.5 cent basis. 
Had the Commission not treated the matter as of so little 
importance that it thought a mere notice that it had decided 
to grant the applications was sufficient, but had made a regular 
report on the matter, the views of the minority probably would 
have been set forth in dissents. And those dissents, it is be- 
lieved, would have been interesting.—A. E. H. 


Reduced Passenger Fares 
Handled as if of 
Little Importance 


COMMISSION PROCEDURE 
(Continued from page 950) 


it now consumes. If it needs legislation to enable it thus 
to conduct itself it should have that legal sanction, but, 
in our opinion, it does not need more law than it has; 
what it needs to do is to employ expeditious and business- 
like methods in its procedure. If it cannot do this it 
would be swamped with the additional duties that would 
be imposed on it by the function of regulating all com- 
peting forms of transportation; it wallows badly in the 
waves as it is, 


REVENUE FREIGHT LOADING 


Revenue freight loading for the week ended May 12 totaled 
601,739 cars, a decrease of 2,466 below the preceding week, 
but 66,933 above the corresponding week last year and 84,479 
above the corresponding week of 1932, according to the Amer- 
ican Railway Association. Miscellaneous loading totaled 239,984 
cars; merchandise, 165,013; grain and products, 28,457; forest 
products, 24,836; ore, 18,182; coal, 102,872; coke, 6,690; live- 
stock, 15,705. 

Loading of revenue freight the week ended May 5 totaled 
604,205 cars, according to the car service division of the Amer- 
ican Railway Association (see Traffic World, May 12). This was 
a decrease of 4,449 cars below the preceding week, but 77,087 
cars above the corresponding week in 1933 and 70,254 cars above 
the corresponding week in 1932. 

Miscellaneous freight loading the week ended May 5 totaled 
240,943 cars, a decrease of 1,417 cars below the preceding week, 
but 42,294 cars above the corresponding week in 1933, and 44,509 
cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
166,426 cars, an increase of 1,036 cars above the preceding week 
this year and 1,793 cars above the corresponding week in 1933. 
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It was, however, a decrease of 18,701 cars below the same week 
in 1932. 

Grain and grain products loading for the week totaled 27,084 
cars, an increase of 577 cars above the preceding week. It was, 
however, a decrease of 12,465 cars below the corresponding week 
in 1933, and 1,494 cars below the same week in 1932. In the 
western districts alone, grain and grain products loading for the 
week ended May 5 totaled 17,046 cars, a decrease of 9,058 cars 
below the same week in 1933. 

Forest products loading totaled 24,942 cars, a decrease of 
twenty-one cars below the preceding week, but 5,523 cars above 
the same week in 1933, and 5,520 cars above the same week in 
1932. 

Ore loading amounted to 9,851 cars, an increase of 437 cars 
above the preceding week, 4,083 cars above the corresponding 
week in 1933 and 7,657 cars above the corresponding week in 
1932. 

Coal loading amounted to 111,356 cars, a decrease of 4,061 
cars below the preceding week, but 33,698 cars above the cor- 
responding week in 1933 and 30,962 cars above the same week 
in 1932. 

Coke loading amounted to 6,853 cars, an increase of 693 
cars above the preceding week, 3,345 cars above the same week 
in 1933 and 3,628 cars above the same week in 1932. 

Live stock loading amounted to 16,750 cars, a decrease of 
1,693 cars below the preceding week, 1,184 cars below the same 
week in 1933, and 1,827 cars below the same week in 1932. In 
the Western District alone, loading of live stock for the week 
ended May 5 totaled 13,521 cars, a decrease of 895 cars below 
the same week in 1933. 

All districts except the southwestern reported increases for 
the week of May 5 compared with the corresponding week in 
1933, but all districts reported increases compared with the 
corresponding week in 1932. 

Revenue freight loaded by districts for the week ended May 
5 as compared with the corresponding period of 1933 was re- 
ported as follows: 


Eastern district: Grain and grain products, 4,617 and 6,119; live 
stock, 1,406 and 1,542; coal, 29,658 and 18,713; coke, 1,477 ‘and 982; 
forest products, 1,408 and 1 ,107; ore, 836 and 272; merchandise, mC, 
L., 45,811 and 44 5543; miscelianeous, 61,454 and 46, 194; total, 1934, 146,- 
667; 1933, 119, 472: 1932, 127,208. 

Allegheny district: Grain and grain products, 2,499 and 3,122; 
live stock, 1,057 and 1,099; coal, 30,460 and 19,491; coke, 2,877 and 
1,091; forest products, 982 and 845; ore, 2,074 and a; 044; merchandise, 
b & L., 30,861 and 32,727; miscellaneous, 51,425 ‘and 37,419; total, 
1934, 122, 235; 1933, 96, 838; 1932, 106,673. 


Pocahontas district: Grain’ and grain products, 297 and 312; live 
stock, 56 and 47; coal, 29,838 and 21,281; coke, 580 and 234; forest 
products, 668 and 610; ore, 174 and 55; merchandise, in Cy Ta 5,327 
and 5,159; miscellaneous, 6,818 and 5,782; total, 1934, 43, 758: 1933, 
33,480; 1932, 32,925 

Southern district: Grain and grain products, 2,625 and 3,892; live 


stock, 710 and 830; coal, 11,171 and 8,445; coke, 286 and 303; forest 
products, 7,705 and 6,398; ore, 643 and 194; merchandise, L. C. L. 
28,950 and 28 ,880; miscellaneous, 35,658 and 33, 171; total, 1934, 87, 748: 
1933, 82,113; 1932, 80,449. 

Northwestern district: Grain and grain products, 6.562 and 11,377; 
live stock, 3,461 and 3,858; coal, 4,268 and 3,344; coke, 1,345 and 684; 
forest products, 6,945 and 5,295; ore, 4,889 and 3,307; merchandise, L. 


Cc. L., 19,627 and 18,795; miscellaneous, 26,837 and 20,639; total, 1934, 
73,934; 1933, 67,299; 1932, 61,457. 
Central western district: Grain and grain products, 6,900 and 


10,441; live stock, 7,741 and 8,010; coal, 4,176 and 5,020; coke, 214 and 
140; forest products, 4,068 and 3,010; ore, 1,009 and 701; merchandise, 
L. C. L., 23,198 and 22,411; miscellaneous, 35,075 and 29,536; total, 1934, 
82,381; 1933, 79,269; 1932, 80,926 

Southwestern district: Grain and grain products, 3,584 and 4,286; 
live stock, 2,319 and 2,548; coal, 1,785 and 1,364; coke, 74 and *~- for- 
est products, 3,166 and 2,154; ore, 226 and 195; ‘merchandise, L. L. 
12,652 and 12,118; miscellaneous, 23,676 and 25, 908; total, 1934, {7 482: 
1933, 48,647; 1932, 44,313. 

Total, all roads: Grain and grain products, 27,084 and 39,549; live 
stock, 16,750 and 17,934; coal, 111,356 and 77,658; coke, 6,853 and 3,508; 
forest products, 24, 942 and 19,419; ore, 9,851 and 5,768; merchandise, L. 
Cc. L., 166,426 and 164,633: miscellaneous, 240,943 and 198,649; total, 
1934, 604,205; 1933, 527,118; '1932, 533,951. 


Loading of revenue freight in 1934 compared with the two 
previous years follows: 





1934 1933 1932 

Four weeks in January .....cscccces 2,177,562 1,924,208 2,266,771 
Four weeks in February ............ 2,308,869 1,970,566 2,243,221 
PAPO WHORE BE MUGEGR o 6 ciccccvcccwan 3,059,217 2,354,521 2,825,798 
a kU Oe errr 2,334,831 2,025,564 2,229,173 
Wek onG@ed May & ...ccccsccccccsccs 604,205 527,118 533,951 
UE WehGks ocsndeakinmes enue 10,484,684 8,801,977 10,098,914 


WESTERN PACIFIC CONSTRUCTION 


In No. 867, Indian Valley Railway Co. vs. United States, 
Interstate Commerce Commission et al., on appeal from the 
federal court for the northern district of California, the Supreme 
Court of the United States, by a per curiam order, on May 14, 
affirmed the decree of the district court. The object of the suit 
was to enjoin a permissive order of the Commission allowing 
the Western Pacific to construct a line from Keddie to Lookout, 
Calif., to a connection with the Great Northern and thereby 
form a new route between California and Oregon. The Indian 
Valley contended that the new line would encroach on territory 
already served by it via Greenville and Crescent Mills, Calif. 
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Decisions of Interstate Commerce Commission 


OOO 


SOUTHWESTERN VEGETABLES 


ITH Chairman Lee protesting against increases in rates on 

vegetables from the southwest, he says, will result from the 
revision approved, the Commission, in a report on further hear- 
ing in No. 13535, Corporation Commission of Oklahoma vs. A. & 
R. et al., and cases grouped therewith, denominated the “South- 
western Vegetable Case,” opinion No. 19478, 200 I. C. C. 355-80, 
has prescribed, effective on or before September 18, maximum 
reasonable rate bases on fresh or green vegetables, and on 
cantaloupes, between points in the southwest and from the south- 
west; on the same commodities from the southwest and southern 
Missouri to certain points in South Dakota; on vegetables from 
Mississippi origins ‘to destinations in southern and official terri- 
tories and to Kansas City, Mo., and Minneapolis, Minn., and 
on tomatoes from Tennessee origins to points in Alabama, 
Georgia and the Carolinas. 

Orders in prior reports, 123 I. C. C. 203, 139 I. C. C. 535, 
163 I. C. C. 211, and 173 I. C. C. 616, have been vacated in part. 
In the investigation and suspension proceedings covered by the 
report the Commission found not justified proposed increased 
western classification ratings on vegetables and melons, and 
proposed cancellation of certain carload commodity rates on 
vegetables with clipped tops. ; 

This report embraces the proceedings, except Nos. 15217 
and 15231, listed in the first paragraph in the margin of the 
first page of the report in Consolidated Southwestern Cases, 123 
I. C. C. 203, so far as they pertain to rates on the commodities 
herein considered; also No. 19732, American Fruit Company, 
Incorporated, et al. vs. Rapid City, Black Hills & Western et al.; 
No. 22450, Mississippi Vegetable Shippers’ Bureau et al. vs. 
Aberdeen & Rockfish et al.; No. 22272, Same vs. Same; No. 
22772, Southern Traffic Association vs. Louisville & Nashville 
et al.; No. 22094, W. I. Anderson & Company et al. vs. Yazoo & 
Mississippi Valley et al.; No. 22620, Pearce-Young-Angel Com- 
pany vs. Illinois Central et al.; I. and S. No. 3646, Classification 
Ratings on Fruits and Vegetables in Western Territory; I. and 
S. No. 3688, Vegetables with Clipped Tops from the Southwest; 
and I. and S. No. 3820, Classification Ratings on Vegetables in 
the West. 


The findings of the Commission follow: 

1. We find that the rates on fresh or green vegetables, in carload 
and on cantaloupes, in carloads, between points in the southwest 
and from the southwest to destinations to which rates were pre- 
scribed in the southwestern revision will be unreasonable for the 
future to the extent that they may exceed the respective percentages 
of the first-class rates now in effect, including the differentials pre- 
scribed in the nineteenth supplemental report in the southwestern 
revision for application in Texas-Oklahoma. differential territory, 
subject to the respective minimum carload weights, as set forth in 
the follawing table: 


Min 
Rate C. La 
Basis, Wt. 
Commodity Col. Lbs. 
I Gi ic ie Redcmd ys sad ween Cases we heee weewem ewe 30 24,000 
ee ee ae re eee 35 24,000 
Beets, carrots, turnips, and rutabagas, without tops 
or with clipped tops as herein defined.............. 35 24,000 
CEE abclocana esau nde vasak swRNGCu ee ca Nein seta ee 35 20,000 
Green corn, cucumbers, and eggplant................-. 40 24,000 
Beets, carrots, turnips, and rutabagas, with tops... 40 20,000 
ON SN SN iso an swig ak Fosse ye Pewwwse babienis 42.5 20,000 
ES. oc cand t Ud bah 5sG v0 Ves Wawa Maen eee ow eeewbe we 42.5 17,500 
TUDORS: SE SND oi os ce iccssewsceurcoseecdensend 45 17,500 
EAN. onthe ss Golacee banshee ibaee an wie kéedd cas dankaeaw 45 16,000 
String beans, lima beans, and peas.............+..4+: 45 20,000 


2. We further find that the rates on the foregoing vegetables from 
and to the points of origin and destination covered by the findings 
as to these vegetables in the South Dakota case (American Fruit Co. 
vs. R. C., B. H. & W., 163 I. C. C, 211), will be unreasonable for the 
future to the extent that they may exceed the respective percentages 
of first class, and minimum carload weights, set forth in the next 
preceding paragraph hereof, such percentages to be applied to con- 
structive first-class rates determined as provided in the South Dakota 
case, except that no differentials shall be added to such constructive 
first-class rates for that part of the distance in South Dakota west 
of the Missouri River and except that the differentials to be added 
for that part of the distance in Texas-Oklahoma differential territory 
shall be those prescribed in our nineteenth supplemental report in 
the southwestern revision. 

3. We further find that the rates on fresh or green vegetables, in 
carloads, from and to the points embraced in the Mississippi case 
(Mississippi Vegetable Shippers’ Bureau vs. A. & R., 173 I. C. C. 616), 
will be unreasonable for the future to the extent that they may ex- 
ceed, subject to the following minimum carload weights, the respec- 
tive percentages of the first-class rates now in effect, set forth in the 
following table, except that points in trunk-line and New England 
territories, these percentages may be applied to so-called constructive 
first-class rates determined by using the K-2 scale plus the Q-1 differ- 








entials prescribed in the second and third supplemental reports in 
Southern Class Rate Investigation, 113 I. C. C. 200, 128 I. C. C. 567: 


Min. 

Rate Cc. aa 

Basis, Wt., 

Commodity Col. Lbs. 
oS reer Se ee ee ee ee 2.5 24,000 
Beets, carrots, and turnips, with tops............+.. 40 20,000 
aT ee errr yr errr Terre rrr Terre 42.5 20,000 
SIME DORMS GME PORB ss ooccsccccevicdccvcvewsucecscese 45 20,000 


4. We further find that the schedules suspended in I. and S. Nos. 
3646, 3688, and 3820 have not been justified. Cancellation of the 
schedules will be required and these proceedings discontinued. 

The foregoing findings are without prejudice to the establishment 
of reasonable origin groups, provided that the rates from such groups 
shall not exceed a fair average of the rates herein prescribed from 
individual points in the respective groups. 


The Commission said the proceeding resulted primarily from 
the efforts of defendants in the southwestern revision (Consoli- 
dated Southwestern Cases, 123 I. C. C. 203, and subsequent 
reports) to bring about a general readjustment of rates on vege- 
tables from the southwest and from the Mississippi Valley. It 
said the rates the carriers sought to establish were related to 
the adjustment proposed by the carriers for application from 
southeastern producing points. The latter rates were those dealt 
with in I. and S. No. 3705, fresh vegetables from, to and between 
points in the south, and No, 25071, Growers’ & Shippers’ League 
of Florida vs. A. & R. et al., referred to as the Southeastern 
case (see Traffic World, May 12, p. 913). 


In dissenting, in part, Chairman Lee, referring to the deci- 
sion in the Southeastern case, said: 


In this proceeding and in the Southeastern Vegetable case, con- 
sidered contemporaneously herewith, we had before us the rate ad- 
justments on fresh vegetables from producing regions in the south- 
and the southwest to numerous destinations, including the important 
consuming points in official territory. In the Southeastern case we 
prescribed certain ‘‘columns,’” or percentages of the first-class rates, 
the percentage on each kind of vegetable being the same from all 
producing regions therein considered, except the Florida peninsula. 
The percentages prescribed for application from the Florida penin- 
sula were generally somewhat higher than those prescribed on the 
same kind of vegetables from other southern producing regions, 
principally because of the greater value of the Florida vegetables, 
the greater service furnished Florida producers, and the light traffic 
density and lack of overhead traffic in the Florida peninsula. It is 
doubtless too much to expect that our findings in that proceeding 
will prove to be a satisfactory solution of all of the problems there 
presented. However, I think théy will result, on the whole, in a 
great improvement over the existing rate structure and I have, there- 
fore, concurred therein. In the reopened Mississippi case, embraced 
in the instant proceeding, we prescribed on the respective vege- 
tables therein considered, for application from Mississippi to vari- 
ous destinations, the same percentages of first-class rates as we pre- 
scribed on the same vegetables from the southeast, excluding Florida, 
in the Southeastern case. The first-class rates to which the pre- 
scribed columns are to be applied are on the same level from Mis- 
sissippi as from the southeast, excluding Florida, and the prescribed 
vegetable rates are therefore, distance considered, on the same level. 
They have my approval. 

The present bases on vegetables from southwestern producing 
regions were prescribed in the southwestern revision. The majority 
now approves substantial increases in practically all the rates. with 
respect to which definite findings are made. The approved rates are 
in every instance, except on cabbage, the same percentage of first 
class as we prescribed in the Southeastern case, excluding Florida, 
and in the reopened Mfssissippi case on the same vegetable. With 
this action I cannot agree, for two reasons, First, giving due consid- 
eration to all evidence bearing on the cost and the value of the serv- 
ice, the record is not, in my opinion, convincing that the present rates 
are too low. And second, and more important, the rates approved 
by the majority are improperly related to those prescribed in the 
Southeastern case and the reopened Mississippi case. The basic 
southwestern first-class scale averages about 10 per cent higher than 
that prescribed in the southern class-rate investigation and the rate 
level within Texas differential territory, in which an < ge vege- 
table-producing section is located, is 15 per cent higher than the 
basic southwestern level. These differences in rate levels, coupled with 
the generally longer hauls to the large eastern markets from_ the 
southwest than from the southeast, will, under the majority’s find- 
ings, place the southwest at a tremendous rate disadvantage with 
respect to a considerable portion of its vegetable traffic. Taking 
into consideration all the facts and circumstances of record, includ- 
ing particularly the condition of both the vegetable industry and the 
carriers, it would, I think, be ‘better not to disturb the present south- 
western rates. 


Concurring, Commissioner Mahaffie said he did so only 
because the report seemed reasonably consistent with the deci- 
sion in the Southeastern case, to which he dissented. In that 
case, said he, he pointed out that reductions such as were made 
in Florida and the southeast necessarily would affect the rates 
from competing areas. It appeared doubtful, said he, if, in view 
of those reductions, the level of rates here prescribed could 
be generally maintained. 

Commissioner Aitchison dissented for reasons stated in 
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his dissent in the Southeastern case. Commissioner Splawn, 
the report stated, did not participate in the disposition of the 
case. 


COMMISSION REPORTS 


Dried Fruit, Etc. 


No. 26162, Stockton Port District vs. S. P. et al., embracing 
also No. 26163, Same vs. S. P. et al. By division 2. Dismissed. 
Rates, dried fruit, Fresno, Calif., and on canned goods, Turlock, 
Calif., to Stockton, Calif., for movement beyond by water to 
interstate and foreign destinations found not unlawful. Com- 
plainant, a public corporation, alleged that the rates maintained 
by the defendants on the commodities in question were so high 
as to impede free movement by rail and that by reason thereof 
defendants were neither providing transportation nor main- 
taining adequate or reasonable rail service to Stockton, in viola- 
tion of law and particularly of section 1 (4) of the interstate 
commerce act. Chairman Lee, author of the report, said the 
facts showed that the rail rates assailed were not so high as to 
prohibit their use by shippers, and did not act as a bar to the 
free movement of traffic by rail. The report said the rates 
sought were based on existing rates by motor truck to Stock- 
ton. Chairman Lee said the Commission was without authority 
to order the rail carriers to reduce their rates to meet motor 
truck competition. He said the theory advanced that the value 
of the service to the shipper, as determined by the rates avail- 
able to him by competing agencies of transportation, must 
be given paramount weight, was not tenable. 


Petroleum Asphalt 


No. 26110, White Eagle Oil Corporation vs. C. & N. W. et 
al, By division 4. Rates, petroleum asphalt, Casper, Wyo., to 
points in South Dakota were not unreasonable in the past but 
for the future will be unreasonable to the extent they may ex- 
ceed 80 per cent of the present rates on refined oils from and to 
oy same points. Order for future effective on or before August 

Cottonseed Meal 


No. 26008, F. W. Brode Corporation vs, B. & O. et al. By 
division 4. Dismissed. Rates, cottonseed meal, Memphis, Tenn., 
to points in Pennsylvania (Mt. Union, Pottstown, Quarryville, 
Rohrerstown, and Ephrata) not unreasonable. 


Dolomite Reparation 


No. 25481, Olds & Whipple, Inc., vs. N. Y. N. H. & H. By 
division 4. On further hearing, reparation due under previous 
report, 194 I. C. C, 435, that rate on dolomite, Ashley Falls, 
Mass., to East Hartford, Conn., was inapplicable, determined 
to be $273.25. 

Fertilizer 


Fourth section application No. 15454, fertilizer materials in 
Florida. By division 2. In fourth section order No. 11568, Ala- 
bama & Western Florida Railroad Co., Apalachicola Northern 
Railroad Co., Atlantic Coast Line Railroad Co., Louisville & 
Nashville Railroad Co., and Marianna & Blountstown Railroad 
Co., authorized to establish rates over their interstate routes, 
fertilizer materials, Jacksonville, Fla., to points in Florida the 
same as those contemporaneously in effect on like traffic, over 
intrastate routes, from and to the same points, and to maintain 
higher rates from, to and between intermediate points, subject 
to the conditions that the rates between the higher rated inter- 
mediate points shall not exceed the lowest combination of rates 
and that the rates between the higher-rated intermediate points 
in Florida shall not exceed the rates applicable over intrastate 
routes from, to and between such points. Rates not to be in- 
creased except as hereafter may be authorized by the Com- 
mission. The destination points in Florida are Asylum and 
River Junction on the A. C. L., points on L. & N., west from 
River Junction to Pensacola, and all points on the A. & W. F., 
A. N., and M. & B. 

Brick 


No. 26200, Builders’ Association of Kansas City, Mo., Inc., 
vs. A. T. & S. F. et al. By division 4. Reparation of $24.05 
awarded to Paola Brick & Tile Co. on finding unreasonable rates, 
one carload common brick, Paola, Kan., to Plattsburg, Mo., to 
extent it exceeded 11.5 cents. Combination rate of 15.5 cents 
charged. Shipment moved February 17, 1931. 


Cincinnati Switching 


No. 25089, Louisville & Nashville Railroad Co. vs. C. N. O. 
& T. P. By the Commission on oral argument and reconsidera- 
tion. Findings, as to switching in Cincinnati made in the orig- 
inal report, 195 I. C. C. 761, affirmed. They were that $9 a car 
for switching between the Gest Street Yard and the auction 
building of the United Fruit Auction Co. was not unlawful; 
and that the charge of the same amount for switching for the 
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complainant between the Vine Street Yard and the auction 
building was not unreasonable but was and for the future would 
be unjustly discriminatory and unduly prejudicial to the extent 
it exceeded or might exceed the charge of $3.60 made against 
the Pennsylvania and Norfolk & Western. The defendant 
elected to remove the undue prejudice by increasing the charge 
to the other carriers to $9 a car. The absence of details in 
the comparisons submitted to show that the $9 charge was 
improper, the Commission said, seriously impaired the Value 
of the comparisons, 
Fuel and Gas Oil 


No. 25861; Bennion Gas & Oil Co. et al. vs. A. T. & SB 
et al. By division 3. Dismissed Estimated weight of 7.75 
pounds a gallon and freight charges resulting from its use on 
fuel and gas oil, in tank cars, producing points in California 
to destinations in Utah, not unreasonable. 


Canned Milk 


Fourth section application No. 15235, canned milk from 
Neosho and Marshall, Mo. Parties to Johanson’s I. C. C. No. 
2474 authorized, in fourth section order No. 11567, to establish 
a rate of 65 cents on milk, canned, condensed or evaporated, 
liquid or paste, with or without vegetable fats, carloads, mini- 
mum 40,000 pounds, from Neosho and Marshall to Tampa, Fia., 
without observing the fourth section to enable them to meet 
a like rate over the St. Louis-San Francisco and its connections 
authorized in Canned Milk to Tampa, Fla., 192 I. C. C. 573, to 
meet rail-and-water and truck-and-water competition. 


Quantity-Merchandise Rates 


No. 13857, Chamber of Commerce of Selma, Ala., vs. A. G. S, 
et al. By the Commission. Findings and orders in the original 
report, 136 I. C. C. 293, modified to exclude therefrom all of the 
commodities embraced in the former reports and orders, when 
they are shipped under rates applicable on merchandise of all 
kinds of mixed quantities. The modification is made to enable 
the Mobile & Ohio to compete with its neighbors in the haul- 
ing of freight under quantity-merchandise rates from St. Louis, 
Mo., Chicago, Ill., and points in Illinois freight association ter- 
ritory to points in Mississippi Valley territory on minima of 
12,000, 25,000, and 40,000 pounds. By reason of the restrictions 
in the original report on a long list of merchandise items, in- 
tended to remove undue prejudice against Selma, Ala., the pref- 
erence being for Meridian, Miss., and Mobile, Ala., the Com- 
mission said the Mobile & Ohio had lost to its rail competitors 
valuable tonnage which had been moving under the new 
quantity-carload-merchandise rates, particularly to New Orleans 
and other important points in the Mississippi Valley territory, 
the orders respecting Selma making it impossible for the Mobile 
& Ohio to participate in rates to the valley points. It was 
stated, said the Commission, that conditions had changed since 
the order was made in 1929, the chief new factors being truck 
and water competition which was not in contemplation when 
the order for the benefit of Selma was made. Interested par- 
ties, the Commission said, either favored or were not opposed 
to the modification, the Selma Chamber of Commerce having 
withdrawn its objection. 

Grain 


No. 24082, Cargill Commission Co. vs. Great Northern and 
three sub-numbers, Imperial Elevator Co. vs. Same, Northwest 
Grain Association vs. Same and Cargill Commission Co. vs. 
Same. By the Commission. On reconsideration, finding of divi- 
sion 4, in 191 I. C. C. 425, that the rates on wheat and rye, 
Tokio, Aneta, Warwick and Roseville, N. D., to Minneapolis, 
Minn., and Superior, Wis., were unreasonable, modified so as 
to find them unreasonable to the extent they exceeded 24 and 
23 cents from Tokio to Minneapolis and Superior, respectively; 
25.5 cents from Aneta to Minneapolis, and 23 and 19.5 cents 
from Warwick and Roseville, respectively. The prior findings 
were that the rates in question were unreasonable to the extent 
they exceeded 16 cents from Roseville, 22.5 cents from Aneta 
and 19.5 cents from the other points. Commissioner Porter 
dissented, upholding the former finding. He was joined in that 
by Commissioner McManamy. Commissioner Mahaffie noted 
a dissent. 


COLUMN SYSTEM OF RATE MAKING 


In his dissent in I. and S. No. 3705, fresh vegetables from, 
to and between points in the south (see Traffic World, May 12, 
p. 913) Commissioner Aitchison gave attention to the column 
system of rate-making, which, some are inclined to believe, will 
tend to make that dissent of greater interest in the future than 
the merits of the case in which he made his observations. 
While he made his comments fit the case in hand, the thoughts 
he expressed about the fundamental idea of dealing with com- 
modity rate situations by the use of classification criteria and 
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class rate considerations, have aroused considerable interest in 
the subject. The dissent in full follows: 


The report determines rates upon principles which appear to me 
to be fundamentally unsound. In the Southwest in 1928, by a rate 
revision of unprecedented proportions, we not only adjusted the level 
of, and relations between, the class rates from and to points in the 
Southwest, but we originated a system of relating commodity rates to 
those class rates by prescribing ‘‘columns,” or percentages of first 
class, to govern the movement of a number of commodities in issue. 
That plan of rate making was primarily intended to eliminate prefer- 
ences and prejudices as between neighboring states. It has, however, 
been extended in application to other territories and to other com- 
modities, until now a class-rate column is looked for as the solution 
to every commodity-rate case. 

On previous occasions I have commented on the dangers of this 
trend in rate practice, and have objected particularly to the use of the 
scheme in cases in which the proposed realtion to class rates did not 
reflect proper principles of rate making which should govern in the 
prescription of commodity rates. American Tar Products Co. vs. 
Ne wYork Central R. Co., 183 I. C. C. 374, 380; Nebr. Brick & Tile 
Mfrs. Assn. vs. Chicago & N. W. Ry. Co., 183 I. C. C. 472, 478-479; 
Consolidated Southwestern Cases, 185 I. C. C. 357, 364; West Coast 
Kalsomine Co. vs. Aberdeen & R. R. Co., 190 I. C. C. 61, 74-76. Those 
expressions seem to be applicable here. 

While this is strictly a commodity-rate case and is clearly so con- 
sidered in the report, the conclusions are bottomed on considerations 
of relative weights and values. These are typically classification ele- 
ments. They cannot be made controlling in the fixation of commodity 
rates without defeating the very purpose for which commodity rates 
are established. This case is important as a rate case. On the deci- 
sion depends the life or death of important agricultural industries, 
and the welfare of whole sections of the South. It is unfortunate 
that the decision is made without discussion of actual rates. The 
usual tests of reasonable rates, rate comparisons, the effect on car- 
riers’ revenues, and the reaction of the industry to the rates, are 
conspicuously lacking. Little thought is given to the important ques- 
tion whether the traffic will move freely under the rates prescribed, 
and whether these agricultural products can bear the rates imposed. 
The search for a scale of rates to apply, confined to a choice between 
various percentages of first class, ignores all economic and competi- 
tive conditions which affect only a portion of the rates. There can be 
no shifting of the burden in appropriate cases, from the long-haul 
traffic to the short-haul traffic, or the reverse. The need for group- 
ing of producing and consuming points cannot be considered. For 
all time to come, no matter what special conditions may come up to 
be met, and no matter if material changes in the class rates them- 
selves are required, the present class-rate scale and progression must 
be followed. The relations between origins and destinations found to 
be appropriate with respect to the highest grade commodities moving 
in less than carloads, must control the foods and staples of the nation. 
From a point which does not produce the commodity to a destination 
which does not consume it, or uses but a small quantity occasionally, 
this scheme of rate making forces the same level of rates as on the 
large volume of traffic from a point of heavy production to an im- 
portant consuming point, although in the first instance the level of 
the rates is of no practical concern to anyone, while in the second 
situation the welfare of the community and of the carrier which serves 
it depends on the level of the rates and their relation to the rates 
to the same markets from other producing points. Under the class- 
percentage scheme no consideration is given to economies which can 
be brought about because of the handling of the traffic in large vol- 
ume. 

_ The adherence to percentages of first class makes for rigidity of 
railroad freight-rate adjustments, which is out of place at a time 
when competitive forces makes flexibility a prime necessity. Special 
conditions affecting certain rates can only be met by changing the 
level of freight rates on that commodity throughout the entire terri- 
tory. The consequent tendency of such a scheme of rate making is to 
give less and less consideration to particular traffic and transporta- 
tion conditions, and to make rates based on average conditions or, as 
in the present case, to rely entirely on average deénsity and value. 
As this scheme progresses, we find that instead of a system of rates 
with the class rates based on broad, simple principles of classification 
and with commodity rates closely reflecting the transportation condi- 
tions met in actual cases, we have a system that neither is based on 
classification principles nor reflects proper consideration for the par- 
ticular conditions surrounding the traffic affected. 

Uniformity and simplification of classification was for many years 
the goal toward which this Commission labored. Those years of ef- 
fort, culminating in Consolidated Classification Case, 54 I. Cc. C. 1, 
have since been lost in the maze of extraneous percentages of first 
class which have been prescribed or approved by us or voluntarily es- 
tablished by the carriers. We now have what is virtually two con- 
flicting classifications in each territory, one stated in the consolidated 
classification, and the other in the percentage columns provided by 
the jate tariffs. We expect these percentage columns to be published 
as “exceptions to the classification’’ and they are so handled. The 
result is confusion instead of clarity, complication instead of sim- 
plification, two conflicting classifications instead of one comprehen- 
Sive schedule of ratings. 

_ The acquiescence of carriers in this plan of rate making does not 
relieve us from the responsibility for its inception and development. 
In submitting to its baneful influence the carriers follow the path of 
least resistance, although it is robbing them of their individual in- 
itiative in rate making, and is driving business to their competitors 
who adhere to no such policy of pure theory. Touch with local con- 
ditions is completély lost by them and instead, the bureau or com- 
mittee must pass upon changes in percentages of first class, which 
affect railroads throughout the territory. The alternative is a com- 
plete disregard of the niceties of theory and the making of rates which 
will move traffic. This course, I venture to prophesy, the carriers be- 
fore us will be forced to adopt in this proceeding. I can see no good 
eat pote ultimately accomplished by the decision. The Commission 
P aces its stamp of approval upon a rate basis which I believe is un- 
duly high, and thus gives the carriers a complete shield against future 
reparation claims, and this will be the practical effect of the decision. 

For these reasons I am unable to approve the conclusions of the 
majority, and respectfully record my dissent. 


ROCK ISLAND CONSOLIDATION 


_ With the consent of the Chicago, Rock Island & Pacific 
Railway Co. the Commission has dismissed the application in 
Finance No. 9410, Rock Island system consolidation. In that 
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application the Rock Island asked for authority to consolidate its 
eleven subsidiaries in the parent company for ownership, man- 
agement and operation. The Commission gave its permission 
upon condition that the Rock Island abide by the Commission’s 
future findings respecting acquisition by the Rock Island of 
the Wichita Northwestern at its commercial value, or opera- 
tion of that road by the Rock Island, or both acquisition and 
operation. The Rock Island said it could not accept that condi- 
tion, hence the dismissal of the application. 


ACQUISITION OF C. & 8. LINE 


In a petition for rehearing, in Finance No. 9556, application 
of the Denver, Intermountain & Summit Railway Co. for author- 
ity to acquire and operate that portion of the old narrow gauge 
line of the Colorado & Southern extending from Denver to Lead- 
ville, Colo., W. C. Johnstone, president of the D. I. & S., told 
the Commission that the applicant’s evidence “will stand up in 
all courts of higher jurisdiction in the land and our evidence 
would be rated, if understood by you, as so complete and perfect 
that no evidence could be furnished against us.” The applica- 
— for authority to acquire the line was denied November 29, 
1933. 

“TJ, the president of the Denver, Intermountain & Summit 
Railway Co., W. C. Johnstone, engineer, economist, sociologist, 
scientific industrialist of the highest class that God Almighty 
can produce,” said Mr. Johnstone, “say to you men that I haven’t 
found a miracle man or a superman in your whole crowd yet... 

“Would it not be the miracle man of the age that could 
sit in Washington at a roll top desk and look over, maybe one 
page or ten of evidence, and maybe not see the evidence at all 
as the rules of your Commission that have been developed, and 
let me say should be changed at once, that you have an exam- 
iner read over the evidence, as in our case, and pass on this 
evidence, and it would take a crowbar twice the size of an ordi- 
nary crowbar with all the weight you could put on it, to move 
this man’s mind... 

“It seems to us that it is impossible to make men under- 
stand, who are sitting here in Washington without one bit of 
knoweldge of the railroad except what is placed on paper, in 
many cases. by incompetent engineers, and in many other cases 
by purely promoters, trying to place a brief before your Com- 
mission that will get the dough. Now, gentlemen, grant this 
rehearing and the president of the Denver, Intermountain & 
Summit Railway will come before your entire Commission and 
we will sort out the evidence that we have produced that bears 
on this application, and if it takes a month of your honorable 
body’s time it would be the best time you have ever spent since 
1887, the time your Commission was ordered, to allow me the 
privilege to convince you, the Honorable Interstate Commerce 
Commission, that you have before you the evidence, and the 
man that can and will produce the freight that will be suf- 
ficient to maintain, operate and perform all acts of every kind 
and nature in the upkeep of a railroad of this character through 
the mountains, and make for the Commission, for America and 
the world, the greatest scenic and industrial route that has ever 
been produced by any mind in America or in the world.” 


LOANS TO RAILROADS 


“PWA loans to railroad companies for repairing cars and 
engines in their own shops will result in the payment of 
$11,525,000 in wages to railroad shopmen who make the repairs 
and the purchase of $15,790,000 worth of materials for them 
to use, it was reported to Public Works Administrator Harold 
L. Ickes, by Frank C. Wright, director of PWA’s division of 
transportation loans,” says the PWA. Equipment repair is but 
a small part of the PWA railroad program. 

“Most of the $15,970,000 spent for materials will find its 
way into the pockets of men employed in iron and coal mines, 
forests, factories and mills where the raw materials are pro- 
duced, processed and fabricated into the forms in which they 
will go into the hands of the railroad shopmen. A sizable share 
of it, which cannot be estimated with any degree of accuracy, 
will find its way into the pockets of men employed on the rail- 
roads that will transport both the raw and finished materials, 
and also into the pockets of men and women who work in offices 
at keeping books, writing letters and other forms of white collar 
work. 

“During the depression the railroad shop towns were .bad 
spots on the unemployment map. With declining revenues and 
stationary or rising fixed charges on their bonded indebtedness 
the railroads were forced to retrench in every direction on 
their operating expenses. Cars and locomotives were shoved 
on to sidings to wait for the turn of the tide instead of being 
repaired as soon as they got out of order. The result was that 
thousands of shopmen were laid off entirely and other thou- 
sands were put on part time, while the men who had been em- 
ployed in furnishing materials for their use were laid off also. 
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“As soon as Mr. Wright was appointed to head the divi- 
sion of transportation loans he undertook to do something to 
improve employment conditions in the railroad shop forces and 
in the industries that supply the materials for their use, with 
the results reported by him to Administrator Ickes. 

“Inquiries were directed to the managements of railroad 
companies, asking whether they would be willing to undertake 
repair work that would put their shopmen back to work and 
increase purchasing power in the shop towns if PWA would 
loan them money at 4 per cent interest on reasonable security. 
As an inducement to the companies to begin deferred repair 
work and call men back to work PWA offered to make the loans 
without interest the first year, the 4 per cent rate to begin 
the second year. 

“Loans for equipment repairs have been made to the fol- 
lowing railroads, and their shopmen will receive the $11,525,000 
in wages: Baltimore & Ohio, Boston & Maine, Delaware, Lacka- 
wanna & Western, Great Northern, Illinois Central, Lehigh Val- 
ley, Southern Pacific, Chicago, Milwaukee, St. Paul & Pacific, 
New Haven, Wabash (receivers), Erie, and Interstate. 

“In the shops of these companies 1,552 locomotives, 1,956 
passenger cars and 33,323 freight cars will be repaired and 
put in shape to handle the increasing traffic of today. 

“PWA also has made many loans to railroads to be used 
to purchase or build new engines, freight and passenger cars, 
and for roadway improvements and repairs. These loans have 
put many thousands of men back to work on railroad rights of 
way, in car and locomotive building plants and in the mines, 
mills and factories where new rails, structural steel, rail fasten- 
ings a thousands of other types of materials are being pro- 
duced. 


poses is $199,607,800 and Administrator Ickes has signed co 
tracts covering $182,074,000 of this. The balance will be under 
contract shortly. All but $5,000,000 will be spent by the end of 
this year, most of it before cold weather comes.” 

Orders placed in March for rails, fastenings, locomotives, 
cars and other materials by railroad companies as a result of 
work-creating loans from the PWA totaled nearly $31,000,000, 
according to the PWA. A table prepared by the PWA shows 
the value of orders placed for materials the purchases of which 
were financed by PWA loans, from October 1, 1933, to March 
31, 1934, including the following: Railway cars, $22,672,511; 
steam locomotives, $2,587,995; rail fastenings, $629,658; steel 
rails, $6,998,937; railway switches, $357,894. 


COMMISSION ORDERS 


|. & S. 3130, Southwestern rates, part 11, stone, and cases grou 
therewith. Effective date of order entered herein on ‘April Potten 
is aes to July 2, 1934, in so far as it concerns I. & S. 3130, 
par ‘ 

No. 17272, Sub. 2, Nivison-Weiskopf Co. et al. vs. B. & O. et al. 
Motion of complainant dated January 10, 1934, to strike from the 
record exhibits Nos. R-36, R-37 and R-38, and testimony in connec- 
tion therewith at pages 348 to 353, inclusive, of the transcript of 
testimony, sustained, and said exhibits and testimony in connection 
therewith stricken from the record, and proceeding assigned for fur- 
ther hearing at such time and place as the Commission may here- 
after direct for the purpose of determining the amount of reparation 
due complainant, the Standard Silicate Co., under the findings in this 
case. 

No. 22476, H. D. Smith Co. vs. N. Y. N. H. & H. et al. Petition 
of defendants, dated January 19, 1934, for further hearing or recon- 
sideration denied. 

_No. 23339, V. A. Stewart Co. et al. vs. A. & R. et al. Second 
petition of complainants for reconsideration, rehearing and/or reargu- 
ment denied. 

No. 25233 and Subs. 1 to 4, incl. Montana-Dakota Power Co. vs. 
Cc. & N. W. et al., and No. 25353 and Subs. 1 and 2, Same vs. G. N. 
et al. Petition of defendants for reconsideration and reargument on 
the record as made as to reparation denied. 

No. 25363, S. Smith Coal Co. vs. Erie et al. Order entered herein 
on January 22, 1934, as subsequently modified to become effective on 
May 25, 1934, upon not less than 15 days’ notice, is further modified 
to become effective on July 2, 1934, upon not less than 15 days’ notice 
instead of May 25, 1934, and petitions of defendants and intervener, 
N. Y. C., for reargument and reconsideration, and petition of com- 
plainant for reconsideration on present record as to damages prior 
to date of hearing and for further hearing for the sole purpose of 
offering additional proof of injury and damages since the date of the 
hearing denied. 

No. 25637, Standard Pipe Line Co., Inc., et al. vs. A. T. & S. F. et 
al. Petition of Texas & Pacific on its own behalf and on behalf 
of other Texas carriers for reconsideration denied. 

No. 25799, Williamson Veneer Co. vs. C. & O. et al. 
complainant for reconsideration denied. 

No. 23823, Gypsum Association et al. vs. A. T. & S. F. et al. and 
No. 17006, The Upson Co. vs. A. A. et al. Order entered herein, dated 
December 11, 1933, which by its terms as modified by order of Feb- 
ruary 23, 1934, is effective June 13, 1934, only so far as it requires 
changes in rates on plasterboard, is to that extent, modified so as to 
become effective July 17, and in all other respects shall remain in 
full force and effect, and so far as it requires changes in carload 
minimum weight and in the rules, regulations and practices on mixed 
carload shipments of plaster and plaster products, shall stand effec- 
tive June 13, 1934. 

1. & S. 3879, Import wood pulp—Boston, etc., to the west. Peti- 
tion dated April 18, 1934, designated ‘‘amended petition” filed on be- 
half of certain protestants, for rehearing or reconsideration, and for 
oral argument denied. 

Upon complainants’ 


Petition of 


request the Commission has dismissed the 
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“The total of PWA’s railroad loan allotments for all pur Xs cases grouped therewith. Petition of defendants for reconsidera- 
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complaints in No, 25270, Calcite Quarry Corporation et al. vs. Reading 

Co. et al., No. 25974, W. H. Daugherty & Son Refining Co. et al. yg. 

yl & = et al., and No. 26412, Albyn A. Wilcox et al. vs. A. T. & § 
. et al. 

The Commission has dismissed No. 25729, Carey Salt Co. vs. §. 
P. et al., No. 25880, Cargill Elevator Co. vs. C. B. & Q. et al., No, 
26320, Hazel-Atlas Glass Co. vs. B. & O., No. 26418, Columbus Varnish 
Co. vs. Pennsylvania et al., No. 26426 and Sub. 1, Joseph Schonthal Co, 
vs. P. & L. E. et al. and No. 26431 and Sub. 1 to 4, inclusive, Joseph 
Schonthal Co. vs. N. Y. C. et al., upon complainant’s request. 

Fourth Section Application 15013, Iron and steel articles, less than 
carloads, from the south. Petitions dated March 5, 1934, and April 13, 
1934, filed, respectively, by J. E. Tilford and Atlanta Freight Bureau, 
for reopening, reconsideration, rehearing and reargument in Iron and 
Steel Articles from the South, 198 I. C. C. 417, denied. , 

No. 9200, Railway Mail Pay. In the matter of application of New 
Jersey & New York Railroad for classification as a separately oper- 
ated carrier. Petition of applicant for reconsideration by and argu- 
ment before entire Commission denied. 

No. 20039, National Mortar & Supply Co. vs. A. A. et al. Pro- 
ceeding reopened for further hearing as to rates to destinations inter- 
mediate to the specific points to which rates on agricultural lime- 
stone were published on August 26, 1926, and for the purpose of proy- 
ing shipments and the damages sustained. 

No. 21578, Jonesboro Freight Bureau et al. vs. L. & N. and cases 
grouped therewith. Petition of complainants for reargument and re- 
consideration on record as made denied. , 

No. 23621 (Sub. 1),- Consolidated Rendering Co. vs. A. V. et al, 
Petition of complainant for reconsideration and/or reargument with 
respect to reparation on past shipments denied. 

No. 24840 and Sub. 1, East Tennessee Sand & Gravel Co. vs, 
Southern et al. Proceedings reopened for further hearing at such 
time and place as Commission may hereafter direct, and effective date 
of order entered herein on February 27, 1934, is postponed until further 
order of the Commission. 

No 24881, Carolina Shippers’ Association, Inc., et al., vs. N. §, 
et al., No. 25441, Same vs. A. C. L. and No. 25695, Same vs. A. C. L, 
et al. Proceedings reopened for reconsideration on record as made 


are concerned. 


i= far as the alleged unlawfulness of rates in the past and the future 


tion denied. 

No. 25548, J. Hamburger Co., Inc., et al. vs. A. C. L. et al. Pro- 
ceeding reopened for further hearing for purpose of receiving evi- 
dence as to the size of the packages shipped during the period of the 
complaint. 

No. 25626 and Sub. 1, Ashby Veneer & Lumber Co., Inc., vs. I. 
C. et al. Petition of complainant for reopening and rehearing denied. 

No. 25655, Joseph B. Marcus & Co. vs. C. M. St. P. & P. et al. 
Petition of complainant for reconsideration on record as made denied. 


No. 25864, Williams Brothers, Inc., vs. A. T. & S. F. et al. Peti- 
tion of complainant for reconsideration denied. : 
No. 26063, Lone Star Gasoline Co. vs. Alton et al. Petition of 


complainant for reconsideration denied. 

No. 26483, H. D. Pollard as receiver of C. of Georgia vs. H. A. 
Page, Jr., C. F. Harris, Ft. Benning Railroad et al. Lehigh Portland 
Cement Co. permitted to intervene. 

No. 25340, Hansen Packing Co. vs. B. & O. et al. Order entered 
on October 18, 1933, is further modified to become effective on July 
13, 1934, upon not less than 30 days’ notice, instead of June 14, 1934. 

No. 26340, Beckley & Petersen et al. vs. A. C. & Y. et al. C. G. 
Beckley, J. L. Roach, L. F. Meeker and Galesburg Horse & Mule Co. 
permitted to intervene. 

No. 26430, Arkansas Rite Traffic Bureau vs. A. & R. et al., and 
No. 26460, New Orleans Joint Traffic Bureau vs. A. & W. et al. 
Memphis Rice Mill permitted to intervene. 

No. 26483, H. D. Pollard as receiver of Central of Georgia vs. H. 
A. Page, Jr., C. F. Harris, Ft. Benning Railroad et al. Wood Pre- 
serving Corporation permitted to intervene. 


No. 22823, Eastern Fertilizer Cases, F. S. Royster Guano Co. vs. 
B. & O. et al., and cases grouped therewith. Order entered herein on 


January 18, further modified to become effective on June 21, 1934, 
upon not less than 30 days’ notice. 
No. 25727, Seatrain Lines, Inc., vs. A. C. & Y. Ry. et al. Complain- 


ant’s petition asking for submission of interrogatories to defendants 
and submission by defendants of a special report thereon, denied. In 
another order in this proceeding, the Commission has denied complain- 
ant’s petition asking reconsideration of its order of February 5, 1934, 
which holds the proceeding in abeyance pending final determination 
of Docket No. 25546. 


No. 26235, Cotton from and to points in the southwest and Mem- 
phis, Tenn., and No. 25800, Houston Cotton Exchange and Board of 
Trade et al. vs. A. & S. et al. Appeal filed on behalf of the Houston 
Cotton Exchange and Board of Trade, from ruling of examiner ex- 
cluding an exhibit offered as evidence in this case, denied; ordered 
that the matters included in the record, which show only attempts of 
the interested parties to bring about a compromise, be not considered 
in disposing of the issues involved in this proceeding. 

No. 24718, White Eagle Oil Corporation vs. B. F. & I. F. et al. 
Order entered in this case on February 6, 1934, is further modified to 
become effective on May 19, 1934, upon not less than 1 day’s notice as 
to destinations on the Midland Continental Railroad and the Farmers 
aon & Shipping Company’s Railroad in C. & N. W. Tariff, I. C. € 

No. 24957, and Sub. 1, Christian Feigenspan vs. D. & H. et al. 
Order entered herein on March 6, is modified to become effective on 
rtf 16, 1934, upon not less than 30 days’ notice instead of June 16, 
1934. 

No. 26483, H. D. Pollard, as receiver of C. of G. vs. H. A. Page, Jr., 
Cc. F. Harris, Ft. Benning et al. Atlanta Freight Bureau permitted to 
intervene. 

No. 23424, E. H. Milton & Sons et al. vs. A. & S. et al., and cases 
grouped therewith. Petition filed on behalf of defendants, for recon- 


sideration, etc., in respect of reparation, denied. 


CHANGES IN DOCKET 


Argument in No. 26146, Hamill Brothers vs. G. N. Ry. et al., as- 
signed for May 18, at Washington, D. C., was canceled. 

Hearing in No. 26376, Hartford Faience Co. vs. N. Y. N. H. & H. 
R. R. et al., assigned for May 19, at Hartford, Conn., before Examiner 
Berry was‘canceled. 

Argument in No. 26103, Widell Co. vs. C. B. & Q. R. R. et al. 
assigned for May 16, at Washington, D. C., was canceled. 
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Proposed Reports in I. C. C. Cases 





DESTINATION RE-ICING 


XAMINER A. S. WORTHINGTON has recommended the dis- 

missal of No. 26291, Iron City Produce Co., Inc., et al. vs. 
Pennsylvania, on a finding that the rule, published to be effective 
on May 25, 1934, by which the Pennsylvania reserves to itself 
the right to re-ice bunkers of cars containing perishable freight, 
fruits and vegetables at Pittsburgh, Pa., in this instance, is not 
unreasonable or otherwise unlawful. 

The rule was alleged to be in violation of sections 1, 2, 3 
and 6 of the interstate commerce act. The rule in question, 
No. 275 in Dearborn’s perishable tariff, his I. C. C. No. 5, as 
published at the time of the complaint was filed but now pub- 
lished as rule No. 226 in Dearborn’s I. C. C. No. 6, in so far as 
it forbade consignees of perishable freight at Pittsburgh re- 
icing cars of perishable freight when not under the complete 
control of the defendant, was alleged to violate the sections 
mentioned. Consignee complainants, before the rule was pub- 
lished, hired a man to re-ice the bunkers after they had receipted 
for the cars, and they brought the complaint with a view to 
having that method of handling the re-icing restored. The 


* man who did the re-icing and the company that furnished the 


ice joined with the consignees in making the complaint on ac- 
count of their interest in the matter. 

The carrier claimed that it was its privilege to re-ice until 
the car was completely unloaded. The charge for ice, whether 
furnished by the carrier or the agency employed by the con- 
signee, was the same. One of the complainants testified, how- 
ever, that when the carrier furnished the ice it filled the 
bunkers to capacity although a smaller amout of ice with a 
consequent lower cost to complainants, in many instances, would 
be sufficient when the lading was to be removed in the course 
of a few hours. 

The examiner, in disposing of the complaint, said that as 
the railroad was obligated and entitled to perform icing and 
re-icing, it could select its own agency for the performance of 
the service. He observed that the amount of the defendant’s 
charge for ice was not attacked nor did complainants contend 
that the defendant furnished more ice than the amount ordered. 
Past failure of the railroad company to perform the re-icing 
service, he added, did not prevent its subsequent assumption 
of the duty. The rule, he said, merely declared the right already 
possessed by the railroad company. 


PROPOSED REPORTS 


China and Ball Clay 


No. 26336, Abingdon Sanitary Manufacturing Co. et al. vs. 
B. & O. et al. By Examiner R. L. Shanafelt. Dismissal pro- 
posed. Rates, imported china and ball clay, carloads, north 
Atlantic ports to Abingdon and Chicago, IIll., not unreasonable. 
Complaint, filed December 26, 1933, asked for new rates and 
reparation, 


Mattresses and Comforters 


No. 26334, Montana-Dakota Power Co. vs. A. T. & S. F. 
et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Applicable rates, one ‘less-than-carload shipment of common 
mattresses and cotton comforters, Topeka, Kan., to Glendive, 
Mont., proposed to be determined to have been factors of first 
class rates of $1.67 from Topeka to Denver, $2.14 from Denver 
to Billings, and $1.10 beyond. Charges were collected at a com- 
bination of $7.14 on the mattresses and $4.76 on the comforters. 


Corn 


No. 26322, Hodgson Cauthorn Grain Co., Inc., vs. M. P. 
et al. By Examiner Herbert P. Haley. Dismissal proposed. 
Rate, corn, Union, Neb., to Warrensburg, Mo., shipped August 
14, 1931, not unreasonable. 


Drugs and Chemicals 


No, 26309, Dow Chemical Co. vs. A. C. & Y. et al. 
Examiner Alfred G. Hagerty. Proposes that Commission find 
not unreasonable or otherwise unlawful commodity rates on 
drugs and chemicals described in the report from Midland, Mich., 
to destinations in eastern trunk line and New England terri- 
tories, excepting that for the future rates on such products 
shall not exceed the contemporaneous class rates. The com- 
modities involved are caustic soda; caustic soda, liquid in tank 


By 





cars; calcium chloride in packages; calcium chloride, liquid, in 
tank cars; lead arsenate; carbon tetrachloride in iron drums; 
carbon tetrachloride in other than iron drums; drugs, medicines 
and chemicals, N. O. I. B. N., both liquid and non-liquid and in- 
cluding coal tar dyes; drugs, medicines and chemicals, N. O. I. 
B. N., liquid, in barrels, including dry intermediates; epsom 
salts; and soluble sulphite. Complainant alleged that the rates 
had been, were and would be unreasonable, unjustly discrim- 
inatory and unduly prejudicial. Rates for the future and repara- 
tion on traffic transported subsequently to December 2, 1931, 
were sought. Examiner Hagerty said the ascribed cause of the 
complaint, in its major aspects, was the final conversion of the 
remaining fragments of the official classification territory class 
rate basis, popularly known as the McGraham percentage ad- 
justment, including the numerous modifications of it, into the 
prescribed eastern class rate revision which became effective 
December 3, 1931. He said in making that change many of the 
then applicable commodity rates were continued in effect, and 
a number of them, including some applicable from Midland and 
here in issue, became higher than the revised class rates. On 
the other hand, he said, many of the commodity rates on like 
articles from points with which Midland actively competed such 
as Wyandotte and Detroit, Mich., Cleveland and Toledo, O., and 
Chicago, Ill., remained less than the revised class rates from 
such points. Also, said he, some of the then applicable com- 
modity rates from Midland remained less than the revised class 
rates, but not correspondingly less, in their percentage relation 
to first class, than did like commodity rates on the same articles 
from the designated competing points. He said that if, con- 
currently with the establishment of the eastern class rate revi- 
sion on December 3, 1931, the defendants had lowered the then 
higher commodity rates to the level of the revised class rates, 
and simultaneously had adjusted the then lower commodity rates 
from both Midland and the competing points to the same per- 
centages of the respective first class rates, as revised, the prin- 
cipal grounds for complaint would not now exist. 


Coal 


No. 26308, Coal Corporation of America vs. N. Y. C. By 
Examiner E. A. Burslem. Dismissal proposed. Demurrage 
charges, collected for detention of cars of coal at Toledo, O., 
awaiting delivery to vessels, found applicable. 


Steel Tank Material 


No. 26277, Graver Corporation vs. E. J. & E. et al. Examiner 
Leonard Way. Proposes reparation of $11,004.03 on finding rates, 
iron and steel, tank materials, East Chicago, Ind., and South 
Chicago, Ill., to destinations in Oklahoma which moved over 
routes that were more than 15 per cent longer than the then- 
existing shortest routes between the same points over which 
carload traffic could have moved without transfer of lading not 
unreasonable but that rates assailed on all other shipments of 
tank material involved were unreasonable to the extent they 
exceeded the column 35 rates prescribed or approved in the 
Southwestern cases for application to and from the same points, 
carload minimum 36,000 pounds. Shipments moved in period 
between June 13, 1925, and November 30, 1927. 


Iron and Steel Materials 

No. 26266, Chicago Bridge & Iron Works vs. L. & N. By 
Examiner L. B. Dunn. Dismissal proposed. Charging of less- 
than-carload rates on less-than-carload shipments loaded in same 
cars With carloads of iron or steel material moving under a 
transit arrangement, from Boyles, Ala., to points in the south 
and southwest, not unreasonable in the past. Undercharges 
found outstanding. Shipments moved in period from August 
16, 1930, to April 21, 1932. 


Structural Steel 


No. 26186, Stupp Brothers Bridge & Iron Co. vs. A. & St. 
A. B. et al. By Examiner T. Naftalin. Dismissal proposed. 
Rates, structural steel, points in New York and Pennsylvania to 
St. Louis, Mo., there fabricated in transit and reshipped between 
August 27, 1930, and April 16, 1931, inclusive, to Millville Junc- 
tion, Fla., applicable. 

Condensed Milk 
No. 26120, Bowman Dairy Co. vs. C. & N. W. et al. By 


Examiner T. Leo Haden. Rates, condensed milk, in tank cars, 
Janesville, Wis., and Harvard, Ill., to Hershey, Pa., which moved 
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between June 17 and October 24, 1930, and January 23 and June 
23, 1932, were inapplicable; applicable rates were those contem- 
poraneously in effect on condensed or evaporated milk, in bulk 
in barrels, and the applicable rates were not unreasonable, un- 
justly discriminatory or unduly prejudicial. Examiner Haden 
said the Commission should further find that the present rates 
“are not unjustly discriminatory or unduly prejudicial but that 
they are and for the future will be unreasonable to the extent 
that they exceed or may exceed the contemporaneously fifth 
class rates from and to the same points.” 


Sulphur 


No, 26029, Southern Acid & Sulphur Co., Inc., vs. Southern 
et al. By Examiner L. H. Dishman. Complainant entitled to 
reparation of $6.30 on finding charges, sulphur, Gulf Hill, Tex., to 
Atlanta, Ga., ground and refined in transit at Texarkana, Tex., 
inapplicable. Examiner said only issue involved related to fail- 
ure of Southern to stop shipment at Chase, Ala., for partial 
unloading as specified in complainant’s routing instructions. 


FINANCE APPLICATIONS 


Finance No. 10473. The Connecting Railway Co. asks authority to 
issue and deliver to the Pennsylvania Railroad Co. $1,217,000 of first 
mortgage 4 per cent bonds and by the Pennsylvania to assume as 
guarantor obligation and liability in respect of the bonds. 

Finance No. 10472. St. Louis-San Francisco Railway Co. and 
trustees ask authority to abandon 6.18 miles of line extending from 
Brownington to Lowry City Junction, Mo. 

Finance No. 10478. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to abandon a branch line from Doering to 
Kalinke, Wis., 14.7 miles. 

Finance No. 10479. Southern Pacific Railroad Co. asks authority 
to acquire the railroad properties of its subsidiaries, the New Mexico 
& Arizona Railroad Co. and the Tucson and Nogales Railroad Co. 
The applicant owns all the issued and outstanding capital stock of 
both companies. It said it was proposed to obtain the dissolution 
of the two subsidiary companies and have their properties conveyed 
to the applicant as a liquidating stockholders’ dividend. The line of 
the New Mexico & Arizona extends from Fairbank to Flux, Ariz., 46.6 
miles and from Calabasas to Nogales, 9.7 miles. The line of the 
Tucson & Nogales extends from Tucson to Calabasas, 55.378 miles. 
The lines have been operated as a part of the Southern Pacific sys- 
tem and there will be no change in operations as the result of the 
proposed acquisition which, the applicant said, would save the expense 
of maintaining the corporate existence of the two companies and make 
for simplicity of accounting. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10380, permitting the Oil 
Fields & Santa Fe Railway Company to abandon a line of railroad 
in Creek and Pawnee Counties, Okla., and the Atchison, Topeka & 
Santa Fe Railway Company, lessee, to abandon operation thereof, 
approved. 

Report and certificate in F. D. No. 10434, permitting the Chicago, 
Burlington & Quincy R. R. Co. to abandon a line of railroad in DeKalb 
and Lee counties, lll., approved. 

Report and order in F. D. No. 10463, authorizing the Northern 
Pacific Ry. Co. to assume obligation and liability in respect of not ex- 
ceeding $1,220,000 of Northern Pacific Railway equipment trust of 
1934 4-per cent serial trust certificates to be issued by the First Na- 
tional Bank of the City of New York, as trustee, and sold at par in 
connection with the procurement of equipment, approved. 

Report and order in F. D. No. 10429, authorizing the Chicago Great 
Western Railroad Company to assume obligation and liability in re- 
spect of not exceeding $1,200,000 of its equipment-trust certificates, 
series B, to be issued by the Continental Illinois National Bank & 
Trust Company of Chicago, as trustee, and sold at par in connection 
with the procurement of equipment, approved. 

Report and order in F. D. No. 10387, authorizing the Boston and 
Maine Railroad to issue $1,550,000 of 4 per cent registered serial col- 
lateral notes to be sold at par and the proceeds used for maintenance, 
approved. 

Report and certificate in F. D. No. 10368, permitting the Atchison, 
Topeka & Santa Fe Railway Company and the trustees of the Chi- 
cago, Rock Island & Pacific Railway Company (a) to abandon cer- 
tain lines of railroad, (b) to operate under trackage rights over a 
line of the Union Pacific Railroad Company, and (c) to construct short 
connecting tracks to facilitate such operation, all in Dickinson and 
Salina counties, Kan., approved. 

Report and order in F. D. No. 10451, authorizing the Alabama, 
Tennessee & Northern Railroad Corporation to pledge and repledge 
with the Railroad Credit Corporation, as collateral security for cer- 
tain notes, the applicant’s equity in $462,000 of its prior-lien mortgage 
6 per cent bonds now pledged with the Reconstruction Finance Cor- 
poration, approved. 





PETITIONS FOR REHEARING, ETC. 


No. 25012, Edgerton Manufacturing Co. vs. A. C. L. et al. Com- 
plainant asks for reopening of case for sole purpose of determining 
the amount of reparation due it based upon the findings at 190 I. 
C. C. 143, 146. 

No. 25943, Adolf Gobel, Inc., vs. B. & O. et al. Complainant asks 
for reopening for consideration by the entire Commission. 

No. 25284, Wilmington Chamber of Commerce vs. B. & O. et al. 
Lehigh Valley and Pennsylvania, two of the defandants herein, ask 
for modification of the order of January 18, 1934, so as to permit them 
to publish and maintain via their route from mines on the Schuylkill 
region on the Lehigh Valley to Wilmington, Del., and the other des- 
tination points specified in said order, the same rates on anthracite 
coal as are prescribed in said order for application from mines in the 
Lehigh region to said destinations. 

No. 23186, McClamrock Co. et al. vs. A. & Y. et al. Complainant 
asks for reopening and reconsideration of Sunderland Bros. Co. in 
No. 25411, dated May 3, 1934, with which case this proceeding was 
disposed of in the report in 198 I. C. C. 125. 

No. 23805, Sub. 4, Roanoke Retail Coal Merchants Association vs. 
N. & W. et al. Complainants ask for alteration and correction of lan- 
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guage in the nature of findings contained in supplemental report dated 
‘December 30, 1932. 

No. 26269, American Seed Trade Association et al. vs. A. & R. e 
al. Defendants ask reopening and assigning case for further hearing, 

No. 26483, H. D. Pollard, as receiver of Central of Georgia vs. H. 
A. Page, Jr., C. F. Harris, Ft. Benning Railroad Co. and L. R. Powell, 
Jr., and Henry W. Anderson, as receivers of S. A. L. Defendants, L, 
R. Powell, Jr., and Henry W. Anderson, receivers of S. A. L., and 
H. A. Page, Jr., and C. F. Harris, Ft. Benning Railroad, ask dismissa] 
of the complaint, for want of jurisdiction. 

No. 13869, and Sub. 1, Certain-teed Products Corporation vs. South- 
ern et al. The Flintkote Co., on behalf of rail carriers operating in 
—— Freight Association territory, asks for modification of order 

erein. 


STRAWBERRY RATES 


Because the merits of the proposition are contained in 
another proceeding, the Commission, with the consent of the 
parties in interest, has discontinued Ex Parte No. 105, proposed 
increase in express rates, a proceeding growing out of the ap. 
plication of the Railway Express Agency, Inc., and the South- 
eastern Express Co. for authority to make a ten per Cent in- 
crease in the carload rates on berries between specified points. 
The application has been pending since February 11, 1932, with- 
out action on it. The Commission suggested discontinuance and 
the express companies consented that their petition should be 
disposed of in that way without prejudice to their renewal of 
it if they desired. 

The question of rates on strawberries was handled by the 
Commission in No, 23972, R. W. Burch, Inc., et al. vs, Railway 
Express Agency, Inc., et al. The carriers took the order of the 
Commission in that case to the federal court for the southern 
district of New York, in equity No. 77-67, Railway Express 
Agency, Inc., et al. vs. United States (Interstate Commerce 
Commission et al., interveners. The court dismissed their bill 
(6 Fed. Supp. 249), on March 7. 

Shippers who intervened in that case have filed a motion 
with the court asking it to take up the question of reparation 
for the complainants in that case. The motion is pending. 


PAYMENTS TO WABASH HEAD 


The receivers of the Wabash Railway, W. S. Franklin and 
F. C. Nicodemus, have been asked by Secretary McGinty, of the 
Commission, to inform the Commission as to what action, if 
any, is contemplated by them toward recovering all or any part 
of “the extraordinary disbursements” to William H. Williams 
who was president and chairman of the board of directors of 
the Wabash before his death. This matter was originally 
brought up in July, 1933, when the Commission raised question 
as to the disbursements in question. (See Traffic World, July 
29, 1933, p. 176.) 

According to the secretary’s letter, the receivers were asked 
about the matter the latter part of February this year but the 
Commission has no record of any response to that inquiry. A 
second inquiry now has been directed to the receivers. In 
1930, according to the Commission, Mr. Williams received 
$244,796.66 from railroad companies. 


ILLINOIS COAL RATES 


The Commission has reopened No. 23130, intrastate rates on 
bituminous coal between points in Illinois, and set it for further 
hearing, before Examiner R. N. Trezise at the Hotel Sherman, 
Chicago, on June 11, at 9 o’clock a. m. standard time. The case 
was reopened on petition of the Illinois Terminal Co. for recon- 
sideration and modification of the Commission’s order with ref- 
erence to rates from points on its line to Peoria and Pekin, III. 
The reopening is as to the intrastate rates from Auburn, Carlin- 
ville, Gillespie, Riverton and Thayer to the Peoria-Pekin switch- 
ing district. The petitioning company asks for a rate of 86 
cents a ton as a proper relationship to a rate of 76 cents a ton 
from the Springfield group to Peoria-Pekin. 





PANEL OF STANDING TRUSTEES 


The Commission, by amendment to outstanding orders in 
Ex Parte No. 111, in the matter of a panel of standing trustees, 
has added the name of J. Z. Miller, Jr., of Kansas City, Mo., to 
that panel. 





RAILWAY LABOR BILL 


The Senate interstate commerce committee May 18 ordered 
a favorable report on the Dill bill amending the railway labor 
act to provide for creation of national adjustment boards for 
the settlement of certain classes of railroad labor disputes. The 
House committee will hold a hearing on the bill Tuesday. 





THIRTY-HOUR WEEK BILL 
Chairman Connery, of the House committee on labor, ap- 
pealed to members of the House, May 14, to sign a petition to 
discharge the rules committee from further consideration of the 
Connery 30-hour week bill so that the House might consider 
the measure at this session. It is proposed to exempt from 
the bill employes subject to the railway labor act. 
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SOME THOUGHTS ON RAILROAD FUTURE 


= (Address of Joseph B. Eastman, Federal Coordinator of Transporta- 


tion, before National Association of Mutual Savings Banks at 
New York City, May 16) 

The savings banks have a great financial stake in the rail- 
roads, and naturally they are keenly concerned about the rail- 
road future. I shall try in this talk to look a little way into that 
future, and tell you some of the things that I think I see. Inci- 
dentally, I hope to give you some idea of the work which the 
Federal Coordinator of Transportation is doing and its pos- 
sible results. 

Prognosticating is dangerous business, as no one knows 
better than those, like you, who have to invest funds in what 
we please to call “securities.” If I shall later prove to have 
been a false prophet, please do not hold me to account. The 
immediate future of the railroads is, of course, linked closely 
with general industrial conditions, but I shall let you do your 
own prophesying as to those, and there are other general condi- 
tions on Which I shall venture no guess. 

For example, nothing will affect the future of the railroads 
more vitally than the amount of transportation to be performed. 
Quite apart from general industrial conditions, that is very hard 
to forecast. Coal is an illustration. It has been a great factor 
in railroad traffic; but now we find coal hard pressed by oil and 
gas moving in pipe lines, and its transportation further curtailed 
by great central power stations, steam or water, which transmit 
energy in the form of electricity. The manufacturing of the 
country, also, has hitherto been concentrated, very largely, in 
certain sections, and this has required much transportation of 
both raw materials and finished products. If manufacturing 
should be spread more widely, as many think it ultimately will 
be, the amount of necessary transportation might be materially 
reduced. Again, transportation forecasts in the past have been 
based upon certain assumptions with respect to the growth of 
population; but now we find that the rate of growth has fallen 
off sharply, and it is not unlikely to fall off still more. 

I know very little about these matters, but I have much 
faith that while there will be many changes in the parts mak- 
ing up the sum total, the general transportation demand is more 
likely to grow than to decline, if standards of living improve 
as we all hope that they will, although the rate of growth will 
not be as rapid as in the past. At any rate I shall indulge that 
assumption, It is not these general conditions which I am going 
to talk to you about, but rather certain changes which I think 
I foresee in what may be called the art of railroading. 

Originally the railroads, as you know, were strictly individual 
enterprises, built without thought of any national plan. For 
many years, indeed, their tracks and equipment were not de- 
signed for the free interchange of traffic. With time, all that has 
been changed, so that, while there are still many separately- 
owned companies, they have been welded in many respects into 
a single national transportation system. More recently, with the 
construction of many thousands of miles of paved highways all 
over the country and the extraordinary development of gas- 
propelled highway vehicles, a very important and potent sub- 
stitute for much rail transportation has come into being. In 
consequence, the conditions now facing the railroads are very 
different from what they were only a few years ago. 

One large part of my work is to help the railroads survey 
their present situation. The idea is not that I am a Moses 
to lead them out of the wilderness, but that I can bring to their 
aid in such a survey the power and prestige of the federal gov- 
ernment. Two central thoughts which lie behind this work I have 
already suggested to you. One is that with the truck, bus, water- 
way, pipe line, and air competition which the railroads now have 
to meet, there is little reason why they should fight among them- 
selves and every reason why they should abandon wasteful com- 
petition and by coordinating their efforts make the national 
railroad system more efficient and economical. The other is that 
to a very considerable extent they may be able to convert their 
enemies, and particularly the truck and bus, into allies, and in 
80 doing improve the whole transportation mechanism and enable 
it to give the public better service at lower cost. 


_I shall try to picture our work by describing some of the 
objectives which we think we see ahead. I use the adjective 
“our,” because I should be helpless without the experts on my 
Staff, and the railroads are partners in the undertaking. In the 
field of service, three studies are under way—of the merchandise 
or package traffic, of the carload freight traffic, and of the pas- 
senger traffic. My staff has completed a report on the merchan- 
dise traffic and it is now before the railroads. We are gradually 
hammering into shape reports on the two other forms of traffic. 


Merchandise Traffic 


The main defects in the handling of the merchandise traffic, 
a8 we See them, are the great diffusion of effort, which results 
in giant cars carrying only handfuls of traffic often over cir- 
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cuitous and uneconomical routes; failure to use the motor truck 
as an ally, which results in slow, costly, and incomplete terminal 
service; failure to use equipment properly protected against 
shocks, which results in packing requirements that are very 
burdensome and expensive; and a tremendously complicated 
rate structure, which results in high clerical costs and invites 
truck competition. We propose as a substitute that all of this 
package freight, including that handled by the express com- 
panies and the so-called car forwarders, be pooled, after the 
manner of express traffic, in the hands of two nation-wide, com- 
peting, and railroad-controlled companies; that it be moved by 
rail in concentrated carloads over efficient routes between a few 
hundred railheads scattered throughout the country, and at 
passenger-train speeds in the present express cars or remodeled 
freight cars; that to and from these railheads the traffic be given 
store-door service by trucks; and that the present rates be 
greatly simplified and many of them reduced. If these changes 
are made, we foresee a service which will be cheaper, faster, and 
more convenient for the shipper, and which will net a much 
larger return to the railroads. Probably traffic within a 75-mile 
radius should be moved wholly by the truck, which is peculiarly 
adapted to short-haul service. 


Carload Freight 


When it comes to carload freight, I cannot now tell you 
what our conclusions will be, but I can suggest some of the 
possibilities. Of late the railroads have done much to increase 
train loads and the speed of trains, but relatively little to de- 
crease total time in transit. Our preliminary figures indicate 
that between loading at point of origin and unloading at des- 
tination, freight cars average more than 80 per cent of their 
time in origin, destination, or intermediate terminals, and that 
the cost of these terminal operations absorbs a very large part 
of the total revenue. Haulage of trains over low-grade rail lines . 
should be by far the most economical form of land transporta- 
tion, but this advantage can easily be lost through frequent 
classifications of trains, interchanges, and other terminal move- 
ments, and not only do they add greatly to cost but they are 
the cause of vexatious delay. We also find that the weight of 
the cars is relatively high, compared with the weight of the 
lading. We further find that there has been no adequate knowl- 
edge of the comparative costs of rail and truck operation, and 
that because of this lack of knowledge rates have been main- 
tained where they might well have been lowered, other rates 
have been cut without need, and opportunities have been lost 
to use the truck as a substitute for rail service where this 
might have been of advantage. 

We expect to have very comprehensive information in re- 
gard to the costs of every form of carload freight service, both 
on the line and in the terminals, and similar information in 
regard to the costs of motor truck service. We shall concen- 
trate on ways to reduce the extent and cost of terminal opera- 
tions, because they are by far the greatest handicap to the 
railroads in present-day competition. Looking into the future, 
it is not impossible or even improbable that the character of 
freight equipment will undergo radical and rather speedy 
changes. As an alternative to the ordinary box car, we may 
see cars built of lightweight metal with two movable car or 
truck bodies which can be lifted, rolled, or slid to or from the 
chassis of a highway vehicle. For certain kinds of freight the 
car might carry a larger number of smaller containers. It is 
not at all unlikely that the field of use of such containers may 
extend to such heavy, low-grade traffic as coal, cement, brick, 
sand or gravel, and petroleums, as well as grain, perishables, 
and manufactures, so that the commodity may be taken directly 
from the point of production to the point where it is to be used, 
with a large saving in the expense of transfer. The use may 
even extend to refrigeration service, in view of modern dvelop- 
ments in the art of refrigeration. 

We hope to explore these possibilites very thoroughly for 
other uses to the great financial advantage of the railroads, be- 
fore we are through, and it may well be, if trucks are converted 
into auxiliaries and allies in some such manner, that it will 
be possible to use them quite generally in substitution for the 
way-freight train, which is the most costly form of freight 
service which the railroads now furnish. Nor is it unlikely that 
we shall find, as in the case of merchandise traffic, opportunities 
for pooling certain kinds of carload traffic to advantage. It 
may even be that a careful analysis of the extent and cost of 
classification and other terminal operations incurred in the 
handling of huge trainloads of freight will show that shorter 
and faster trains will not only provide better service but be more 
economical under certain conditions. 


Passenger Traffic Changes 


Turning to passenger traffic, you are all familiar with the 
experiments which are being made with stream-lined trains of 
lightweight construction, designed to operate at high speed with 
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internal combustion or improved steam power, air-conditioned, 
and with all modern improvements for the comfort of the pas- 
senger. Every new type of equipment, whether passenger or 
freight, will require thorough tests in actual service prior to 
extensive adoption; but it is most encouraging, after a long 
period bordering close on stagnation in railroad passenger serv- 
ice, to see these experiments cropping up all over the country. 
In one form or another—and there are many forms yet to be 
tried—we anticipate a successful outcome for these experiments. 
Clearly the way to recoup the passenger traffic of the railroads 
lies in the direction of cheap, quick, comfortable, frequent serv- 
ice in equipment in which safety is attained by modern engineer- 
ing science rather than by reliance on mere weight. The weight 
of equipment carried per passenger has been terrific. We also 
expect to find opportunities for the advantageous pooling of 
passenger traffic. 

Let me say, however, that while the hand of progress points 
straight toward the use of lightweight metals for railroad equip- 
ment, prevailing prices of those metals are a serious obstacle. 
I believe it to be entirely possible to reduce those prices very 
materially. If the present makers are long-headed and wise, 
they will work to that end. Perhaps other makers will enter 
the field, who will provide an additional stimulus. I hope that 
will be the case. 


Terminal Operations 


In another branch of our work we are studying the possi- 
bilities of reducing the high costs and delays of terminal opera- 
tions, particularly in the larger traffic centers, through unifica- 
tion or coordination of the properties now operated by separate 
companies. We are finding these possibilities to be large. As 
I have already suggested, it is likely that terminal operations 
will also be simplified in other ways. If our plans for the han- 
dling of merchandse traffic were to be adopted, for example, 
many freight houses and stations could be abandoned. Similar 
results would follow the use of containers or sectional cars 
combined with truck deliveries. Looking forward into the future, 
the time may soon come when much Valuable land now used 
for railroad purposes in congested city districts can be released. 


Railroad freight cars are now owned by individual carriers 
but move freely in interchange all over the country. In addi- 
tion, many cars are owned by shippers or private car-line com- 
panies. Excessive haulage of empty cars is an inevitable conse- 
quence of this diverse ownership, because each carrier desires 
to utilize its own equipment to the greatest possible extent, with 
a resulting tendency to send foreign cars home empty. Further 
waste may be caused by an unnecessary duplication of shops 
and repair part stocks and by inefficient maintenance units. 
This is an old and highly controversial question and we are 
probing into it with all due circumspection. I anticipate that 
we shall find, when we complete our studies, that the principle 
of pooling cars under common ownership ought to be extended 
very considerably. 


There are, we believe, large opportunities for economy 
through standardizing and reducing the number of types of 
equipment and all manner of materials and supplies used by the 
railroads. Some progress has been made in this direction, but 
there is still a great and wholly unnecessary diversity of types 
which adds to initial price and to costs of application, mainte- 
nance, storage, and handling. One outstanding difficulty, we 
find, is the lack of an adequate centralized organization which 
can apply the methods of scientific research to these problems 
for the benefit of all the railroads and reach conclusions which 
are based, not on mere opinion, but on positive demonstration. 
With the help of the Science Advisory Board of the National 
Research Council, we have been able to bring to bear on this 
matter the best thought and experience of the country, and I 
look forward to an organization maintained by the industry 
as a whole which will give every railroad, large or small, the 
benefit of continual scientific research, experimentation, and 
tests, and also share the results of similar research on the part 
of other large industries. It will enable the railroads, not only 
to keep abreast of the times, but to anticipate and prepare for 
future scientific developments. 

This same organization and centralization of effort we hope 
to see carried into other fields, as, for instance, the clearing of 
interline accounts, the development of routine cost finding, pro- 
tection in purchases against the so-called “traffic club,” the 
reclamation and disposition of scrap, the use and equipment of 
shops, and abatement of the cutthroat competition between rail- 
roads which gives unnecessary allowances to large shippers and 
drives the charges for accessorial services down below reason- 
able levels. 


Attitude of Management 
I have given you a brief and inadequate picture of some of 


the possibilities of the future, and of our own work, so far as 
the railroads alone are concerned. Before touching on the prob- 
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lems presented by other transportation agencies, I ought to te 
you of the two main obstacles to these future possibilities. Oy, 
is the attitude of the individual railroad managements. They 
have been brought up in the hard school of competition, wit) 
each company out for itself and the devil take the hindermos 
Their immediate duty, as they see it, is to look after the jp. 
terests of their own particular stockholders, without much rm 
gard for the interests of the industry as a whole. Take termina) 
unification as an example. A survey may show that in a larg 
traffic center it is easily possible, physically, to coordinate opera. 
tions without injury to the service and save many thousand 
of dollars annually. One railroad serving that traffic center, 
however, may feel that it has a strategic advantage over other 
railroads under existing conditions, and for that reason it may 
refuse to go along with the new program. This is a kind of 
difficulty which is likely to be encountered all along the line jp 
efforts at coordination. It remains to be seen whether it cap 
be surmounted. I shall watch with interest the reaction of the 
railroads to our proposed plans for handling merchandise traffic, 
for it will show whether they are willing to go the full length 
in cooperation or prefer to temporize in the old, accustomed 
way. The choice, as I see it, is between short-range and long. 
range advantage, and I am not yet sure of the vision of the 
managements. Perhaps you investors in their securities can 
help them to make a wise choice. 


Labor Problem 


The other obstacle will be supplied by labor, and it is a 
very serious one. Economies in railroad operation are bound, 
in large part, to be labor-saving economies. The present emer- 
gency act contains a provision which goes far to prevent such 
economies from coordination, but that act expires on June 16, 
1935. No one who knows the facts can avoid sympathy with 
railroad labor. Since 1920 the number of employes on the pay. 
roll has been cut in half, and those that remain have suffered 
Severely in the depression from furloughs, demotions, and part- 
time employment. The labor-protection provisions in the pres- 
ent act have not been put to the test in the courts. Whether 
they would survive such a test I do not know. Assuming, how- 
ever, that they could be made a valid part of the permanent 
law in their present form, I am hopeful that this will not be 
done. 

This hope rests on two things. In the first place, the 
changes in methods of operation and service toward which we 
are aiming are not mere ways of shaving expense. The main 
purpose is to regain and develop business. With keen com- 
petitors on every hand, the railroads cannot stand still. If 
they do not press forward, they will be driven back. To go 
forward, they must furnish better service at lower cost and 
avail themselves of every modern improvement. The choice is 
between a live and growing railroad industry and one which has 
passed its prime and is on its way to a decrepit old age. The 
employes are intelligent, and as times improve I have faith that 
they will not err in this choice. 


But in order that their vision may not be clouded, they 
must be given reasonable protection. We are working on that 
problem. It is cruel and inhuman to discard faithful employes 
like worn out crossties. The shocks of sudden economic changes 
can at least be cushioned. The savings can be shared between 
capital and labor. Our study is going deeply into the subjects 
of retirement annuities for superannuated employes, unemploy- 
ment benefits, and dismissal wages. We hope to work out a 
program which will afford reasonable protection to labor with- 
out stifling progress. 


Other Transport Agencies 


I turn now from the railroads to the other transportation 
agencies. I have no authority over them beyond the duty to 
recommend to the President and Congress further legislation 
for the improvement of transportation conditions generally. I 
am sure that you have heard much about the subsidies which 
are supposed to be given, directly or indirectly, to the water 
carriers and the motor carriers and the air carriers, through 
the waterways or the highways which are provided for their | 
use out of the public treasury, or in other ways. Of course 
there were such things as land grants to the railroads in the 
old days. We are trying to get to the bottom of this subsidy 
question, and are finding it no easy job. I expect to be able 
to report on this matter at a comparatively early date, to give 
the facts as nearly as we can ascertain them, and to recom- 
mend what, if anything, should be done about them. What the 
conclusions will be I shall not attempt to forecast. They will 
have to speak for themselves when the time arrives. 

I have, however, already submitted a report in which I have 
recommended that motor and water carriers, along with the rail- 
roads, be subjected to federal regulation by the Interstate Com- 
merce Commission. The subject is a highly controversial one, 
because a great variety of special interests is involved. Most 
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- to telfmof the discussion is motivated by such special interests, and 
S. Onelmis to be taken with a liberal seasoning of salt. I see no escape 
T from the conclusion that the national transportation system 


cannot wisely be left half regulated and half free. If I read the 
Jessons of history and experience at all correctly,. nothing but 
chaos can be expected from a policy of no regulation. The 
tendency in all industry, not only in this country but through- 
out the world, is definitely away from free and unrestrained 
competition. If we are to have regulation, I see no escape 
from the conclusion that it must be centered in a single body. 
Otherwise we shall have no coordination, and that is the essen- 
tial thing. If a single body is to be entrusted with the task, 
my nominee is the Interstate Commerce Commission. As a 
member of that body, I am of course somewhat biased. I know 
that it is far from a perfect institution, but it has had a life of 
nearly 50 years which has been singularly free from scandal 
and on the whole it has commanded trust and respect. It has 
often been the target of attack, but the shots have come from 
all quarters, and that in itself is evidence that it has followed 
the center of the road. If there is a better body to undertake 





tomeqi™ this work, I do not know what it is. 
long. As one who has been a part of public regulation for 20 years, 
of them I know something of its faults and the pits into which it is 
s can likely to fall. If the Commission is given this new work ,it 
will find itself with a most difficult job and there will be plenty 
of criticism. Some say it will be an impossible job. I think they 
are wrong, but I suggest that the proof of the pudding is in the 
is am eating thereof and not in the chewing of the string—or rag. 
ound ™ The best bet for the country is to put this matter to the test. 
emer. Let me make clear once more what I have repeatedly stated, 
such @ that each form of transportation is entitled to its place in the 
e 16 sun; that they are all here to stay; that each can perform some 
with functions better than any of the others; that the object of 
pay. regulation is not mere protection for the railroads; that each 
fered form of transportation needs regulation to curb the destructive 
part.j forces in its own ranks, regardless of the railroads; that each 
pres- has its own peculiar problems which those who regulate must 
ther understand; that the Commission must equip itself accordingly; 
how.™ 2nd that the prime objective of, regulation is a well coordinated 
nent national system of transportation which will protect each agency 
t be in the place which it is best fitted to occupy, and curb the 
waste of unnecessary duplication and purely destructive compe- 
the tition. I hope to see a transportation system in which all these 
= various agencies will function more as allies than enemies, and 
nain if not as allies, at least as friendly rivals. 
-om- Rates and Competition 
a At this point I cannot forbear brief comment on the rate 
and situation. There is much talk to the effect that the railroads 
_& should be allowed greater flexibility in making rates to meet 
has competition, including market competition. There is talk against 
The distance rates. One would think that the Commission had 
hat forced such rates down the throats of unwilling railroads and 
industry. The fact is that I can point to case after case where 
all parties, railroads and shippers alike, were agreed that 
hey distance rates were the solution, and many more where the 
hat majority were of that opinion. The fact is, also, that the 
yes railroads have liberal opportunity to cut rates to meet compe- 
Bes tition, and they are doing it every day. In my judgment they 
7en are given too free a hand, for the excuse of truck or water 
cts competition is being badly overworked and the real reason is 
oy- often the pressure of big shippers and the desire to filch traffic 
a from other railroads. Whether it be direct or market compe- 
th- tition, the delusion seems to prevail that the competitors will 
remain quiescent. Of course they will not, and the ultimate 
result is bound to be a general lowering of all carrier revenue. 
Competition is now sg widespread and general that this theory 
on of competitive rate-making can, as I see it, end only in dis- 
to aster for all concerned. 
on I have just one more point to cover, and then I shall be 
I through. In one of my reports I have discussed the possibility 
ch of public ownership and operation of the railroads frankly and 
er in no unfriendly spirit. I have no desire to assume the role 
zh of propagandist for public ownership and operation, or to have 
ir § such a policy adopted until the people of the United States either 
e want it or believe it to be necessary. I have felt that they 
le should be thinking about it, for it may prove to be necessary, 
y and in that event it is highly desirable that that country should 
e be prepared to undertake it in the best possible way and with 
e all possible safeguards. Personally, I have been a rather close 
) observer of private operation under public regulation for nearly 
e 30 years, and I started with a definite disbelief in public owner- 
1 ship and operation. I am not of that mind now, for reasons 


which I have undertaken to give on other occasions. 


¥ Fears of Investors 

On this particular occasion I have neither time nor desire to 
argue the question, but there is one comment that I would like 
to make. Recently I have heard or read at least three separate 
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discussions of the subject in each of which it was urged that 
the federal government should by formal act or resolution of 
Congress declare its opposition to public ownership or operation 
of the railroads and its commitment to the policy of private 
ownership and operation. It is urged that this be done for the 
reassurance and protection of investors in railroad securities. 
This is a fair sample of the fatuous if not disingenuous char- 
acter of much of the ordinary discussion of this subject. There 
are distinct dangers in public ownership and operation against 
which safeguards ought to be provided, but the fact is that 
nobody has less to fear than the holders of railroad securities. 
Experience, in this country and all over the world, clearly shows 
that when the government takes over private property, it in- 
variably pays a fair price and usually more than the property 
is worth. In fact that is one of the reasons why I am not 
now urging acquisition of the railroad properties under the 
financial conditions by which our federal government is now 
faced. 

Coupled with this plea for a statement of governmental 
policy on the subject of public ownership and operation, the 
suggestion has been offered that the legislation should contain 
something in the nature of a guaranty that rates will be main- 
tained at a level which will assure a fair return on the invest- 
ment in the railroad properties. Let me point out that there 
can be no guaranty that any business can be made to earn 
such a return, and any attempt at such a guaranty is pernicious 
in at least two respects. In the first place it engenders keen 
public resentment against the industry in question, and in the 
second place it diverts the attention of the owners of the prop- 
erty from the proper management of the business. They look 
to Washington when they ought to be looking to themselves. 
In my judgment this is the worst effect which public regulation 
has had upon the railroad industry. I cite as an illustration 
the extraordinary attempt which was made in 1931, in a period 
of rapidly falling prices and business and with outside compe- 
tition growing by leaps and bounds, to resuscitate railroad earn- 
ings by an increase of 15 per cent in all rates. 

Let me in closing say that I have no idea that the railroads 
are approaching the status of the old canal boat and the stage- 
coach, and that I see no need for the industry to decline. The 
opportunities for improvement in equipment, facilities, methods 
of operation, and service are very great. The worst danger is 
that full scope for these opportunities will not be given. 


SEE IMPROVED RAIL OUTLOOK 


Efforts of the Federal Coordinator of Transportation were 
upheld and better times were predicted for the railroads, by the 
committee on railroad investments of the National Association 
of Mutual Savings Banks, meeting in New York May 16. Henry 
Bruere, chairman of the committee and head of the Bowery 
Savings Bank, New York, submitted the report. In part he 
said: 


Growing out of the abatement of business and industrial activity 
during the four years last passed were the accompanying depression 
of spirit and impairment of hope and one of the readiy distinguishable 
manifestations of this centered about the future of the railroads. 
There were many who asserted the virility and dominance of the 
railroads, or at least of the railroads as they had existed, had passed, 
and that they had entered upon decline and decay. Your committee is 
gratified to be able to discern and report that this psychology of des- 

air concerning the present and future estate of the railroads is giv- 
ng way to cheerfulness and a measure of confidence. We believe that 
the new optimism is saner and more reasonably derived than the des- 
pondency which preceded it. 

To be optimistic for the railroad future, however, is not to ignore 
weaknesses in the structure as it has existed or to close the eyes to 
the fact that many of those weaknesses not only remain unrepaired 
but have not yet even been taken up for treatment. On the contrary, 
it is the definite recognition of those shortcomings, including recogni- 
tion in the ranks of the railroad managements, that provides with the 
improvement in business a substantial foundation for the more cheer- 
ful expectations. 

Out of the searching doubts and anxious inquiries of recent years 
has come the general conviction that for a long time in the future the 
railroad, in its broad essentials much as it is today, will continue to be 
the chief national reliance for transportation. Of course, there is to 
be expected from the field of the railroad’s transportation supremacy 
certain special types of transportation limited in volume, and transpor- 
tation which somewhat indefinitely is to be characterized as local. 
There is support for the view, however, that much of the business 
which the railroads have lately surrendered to other transportation 
agencies could not profitably be moved by rail. 

There can be little doubt that the railroads will partake gener- 
ously of the fruits of improved general economic conditions. Greater 
alertness to devise and adopt improved facilities and methods and 
generally improved spirit on the part of the railroad managements add 
support for that confidence. Already traffic has shown a gratifying in- 
crease in volume; and that the net income will increase much more 
than the gross. The volume of traffic need not approach close to that 
of 1929 and 1930 to permit the railroads to produce net earnings equal 
to the fairly satisfactory showing of the two years mentioned. The 
railroads have learned much in the way of efficiency and economy of 
operation from the pressure of necessity during the past years. The 
strong and helpful hand of the Coordinator of Transportation is al- 
ready beginning to make itself felt. Altogether the railroad prospect 
is becoming more encouraging. 

Many things necessary to the restoration of the railroads to a 
condition at least approaching their former condition of comparative 
strength and vigor remain to be accomplished, however. Legislation 
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to provide for the railroads an opportunity to compete for the available 
traffic on terms approximating equality in the matter of governmental 
regulations and restraints with their rivals, particularly the motor ve- 
hicles and water carriers, will soon come, if those whose direct and 
immediate interests are at stake will exert proper influence. Your 
committee has been working to this end, and will continue to do what 
it can to press upon the members of Congress and others in places of 
authority the justice of the demands of the railroads and the friends 
of the railroads for equality of treatment. There is still some ground 
for hope that legislation of this character will be adopted before the 
close of the present session of Congress. Even if the pending legis- 
lation is passed at this session, however, there will be other ways in 
which the just and reasonable interests of the railroads are suscepti- 
ble of added protection at the hands of Congress. 


COMMUNICATIONS COMMISSION 


The Traffic World Washington Bureau 


The Senate has passed the Dill bill, S. 3285, to create a 
regulating body of five members, to be known as the Communi- 
cations Commission, to regulate telegraph, telephone and radio 
communications in interstate and foreign commerce. It abolishes 
the Radio Commission, transfers all radio regulation to one of 
the two divisions of the new commission and transfers all powers 
over telephone and telegraph communications now held by the 
Interstate Commerce Commission and the Postmaster General 
to the new regulating body. It also confers additional powers 
to the new body, the added powers giving the new body control 
over the communications systems similar to those exercised by 
the Interstate Commerce Commission over the railroads, includ- 
ing the power to make valuations if they are deemed necessary, 
alae returns upon property and the establishment of 
rates. 

Commissioners are to have six year terms and receive a sal- 
ary of $10,000 a year. The Commission is to have a chief en- 
gineer and a chief counsel, each to receive a salary of $9,000 a 
year, a secretary at $7,500 a year and two directors of divisions, 
each with a salary of $8,000 a year. 

The House committee on interstate and foreign commerce 
has under consideration similar legislation. 


UTILITY RATE LAW 


The Traffic World Washington Bureau 


President Roosevelt May 15 signed the Johnson act depriv- 
ing federal district courts of jurisdiction over appeals from rate 
orders of state regulatory commissions, state administrative 
boards or of any rate-making body of any ‘political subdivision 
of a state. 

“This ends a fight which began back in 1922 when the 
Bacharach bill was introduced at the instance of the New Jersey 
commission and supported generally by state commissions,” 
said John E. Benton, general solicitor of the National Associa- 
tion of Railroad and Utilities Commissioners. ‘The Johnson bill 
becomes a law because of the determined cooperation of the 
state Commissions. Not only did they originate the bill and 
secure its introduction, but they have supplied the driving force 
without which it could not have been brought to passage.” 

Under the provisions of the Johnson act appeals from rate 
orders of the Commissions or bodies specified in the act must 
be made to the state courts. Appeals from the state courts may 
be made to the Supreme Court of the United States. 

Delays in litigation over rate orders of state commissions 
because the utilities could bring injunction proceedings in either 
’ state or federal courts were pointed to by proponents of the 


legislation as one of the principal reasons why enactment of the 
bill was desirable, 


RAIL EMPLOYE PENSION BILL 


The Traffic World Washington Bureau 


The Senate interstate commerce committee, in its report 
recommending passage of S. 3231, the railroad employe pension 
bill, as amended by it, said that, on the basis of present rail 
payrolls of approximately $1,500,000,000, the contributioris of 
the carriers and their employes annually for the pension fund 
would produce $90,000,000. 

Under the bill, employes would contribute 2 per cent of the 
compensation paid to them by the carrier and the carrier would 
contribute an amount equal to twice the amount contributed by 
its employes. 

The pension or annuity, payable at retirement at age 65 or 
after 30 years of service, would be 2 per cent of the basic wage 
of the employe multiplied by the number of years of service, 
but would not exceed 60 per cent of the basic wage for service 
rendered prior to the effective date and not to exceed 75 per 
= of the average wage for service rendered after the effective 
ate, 

The committee said the average rail wage of $1,667 a year 
would produce an average monthly annuity of $83.33. 

The pension money would be deposited in the Treasury 
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of the United States and administered by a pension board of 
three members to be appointed by the President with the ad. 
vice and consent of the Senate. 

The bill as reported provides that within four years the 
board shall make a special report to the President and Con. 
gress with recommendations based on experience and data then 
available for action to assure the adequacy and permanency 
of the system. 

Railroad management representatives told the committee at 
the hearings on the bill that the railroads were in no position 
financially to stand the cost of a pension system such as pro- 
posed. 

Representatives Crosser and Keller have introduced the 
pension in the House, H. R. 9596 and H. R. 9597, respectively, 


TELEGRAPH INDUSTRY CODE 


The Trafic World Washington Bureau 


Users of telegraph services appearing at a hearing on the 
code of fair competition Administrator Johnson has proposed 
President Roosevelt shall impose on the telegraph industry, told 
Deputy Administrator L. H. Peebles May 16 they were not much 
interested in the code itself but were concerned about the 
charges for services that would be made under the code pro- 
visions and in what services would be eliminated. Among the 
user interests represented were stock and bond brokers using 
leased wires, and fruit and vegetable distributors. 

Horace H. Herr, secretary of the League of Commission 
Merchants of the United States, in particular, told the deputy 
administrator that the people he represented were fearful lest 
they be foreclosed by the imposition of the code without hear- 
ing on the charges that were to be assessed against them. He 
said they felt that before there were any changes in charges 
or services those asked to pay them should be given an oppor- 
tunity to be heard and that no changes be allowed before an 
investigation by a competent body. It seemed to him, he said, 
that the interests he represented should be assured of a day 
in court on the question of charges. He said the fruit and 
vegetable men were in sympathy with any move which would 
throw the telegraph companies under better control by the In- 
terstate Commerce Commission and assure them a hearing such 
as was afforded by that body. 

In answer to Deputy Administrator Peebles, Mr. Herr said 
that his objection would be met if provision were made for an 
adequate investigation of proposed charges by a competent 
body. 

J. G. Scott, for the Philadelphia Perishable Carlot Receivers, 
J. W. Willen for West Virginia shippers and distributors of 
fruits and vegetables, objected to any. increase in costs, and 
George W. Collier, for the Providence, R. I., fruit and produce 
trade objected to any increase in the cost of doing business by 
reason of charges made in accordance with proposed code pro- 
visions or the elimination of any service. Mr. Collier said he 
was at a disadvantage in making a protest because he said the 
provisions of the proposed code did not inform those interested 
as to what increases in cost were likely to be made. His 
thought was that those expected to pay increased costs should 
be informed as to them by means of tariffs such as were filed 
with the Interstate Commerce Commission. 

In behalf of the Florida Citrus Fruit Exchange, George E. 
Scott, one of its sales managers, pointing out the advantages of 
“serial” wire service to the citrus fruit industry, asked that noth- 
ing be done to hamper the citrus fruit industry in the use of that 
service, claiming that the industry could not stand higher 
charges. The telegraph bill of the exchange, he said, was about 
$80,000 a year. 

Representatives of banks, bond, and stock houses, the West- 
ern Union Telegraph Co., the Bell system of telephone companies 
using the American Telephone & Telegraph Co. as their spokes- 
man, and railroad companies appeared as critics, and in many 
instances as out and out opponents of the code. Their criticism 
and opposition were leveled at the provisions limiting the use 
of leased wires to those named in the leases, prohibiting con- 
tracts for exclusive use of one company’s telegraph wires such 
as exist among railroads and telegraph companies and the re- 
quirements or suggestions that charges be imposed for collecting 
telegraph messages and other services. 

Nye F. Morehouse, of the Chicago & North Western, and 
Alfred P. Thom, Jr., for the Association of Railway Executives 
were present on the first two days of the hearing. Mr. More- 
house was definitely assigned to speak with regard to the pro- 
posal to forbid exclusive contracts. Mr. Thom was not certain 
that he would make any representations against the provision 
which was interpreted as meaning that every railroad would be 
required to allow both big telegraph companies to render service 
in their terminals instead of following the long standing prac- 
tice of having service by only one telegraph company. 

The Bell telephone companies were critics on account of 
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the requirements about leased wires and the publication of 
charges for wires leased to telegraph companies. C. P. Cooper, 
4 vice-president of the American Telephone & Telegraph Co, said 
he believed that the Interstate Commerce Commission and not 
the NRA had jurisdiction as to the practices complained about by 
one of the telegraph companies and that the inevitable effect 
of its proposals would be the raising of rates to the customers 
and would adversely affect the employes of telephone companies. 
He said that the Bell system acting under a presidential agree- 
ment, had filed a telephone code, had increased wages $30,000,000 
annually and given employment to 7,000 more persons since the 
latter part of August, 1933. 

At this hearing, as at an earlier one, the Western Union 
and Postal telegraph companies, arrayed themselves on oppo- 
site Sides. The Western Union, through Francis R. Stark, its 
general solicitor, opposed the code and said that if necessary, 
the company would bring a legal contest, “along all fronts, nec- 
essarily challenging some of the fundamentals of the national 
industrial recovery act.” He expressed the belief that counsel 
for the NRA would not give that organization any encourage- 
ment to believe that the suggested code would be upheld in such 
a contest. 

R. B. White, president of the Western Union, said that any 
one in the telegraph industry advocating the proposals that had 
been made could have had only one purpose in mind, namely, 
to create chaos in the communication field in the hope that 
such a situation would be created which would force either a 
consolidation now prohibited by law, or force the government 
to take over the telegraph properties at the expense of taxpayers. 

Howard L. Kern, vice-president of the Postal Telegraph and 
Cable Co., offered the cooperation of that company with the 
NRA to work with others in the industry under a code whether 
voluntarily agreed upon or imposed by the President. He ex- 
pressed the belief that the 40-hour week could not be carried out 
by the Postal without exceptions to take care of small towns 
and for emergency services. He proposed amendments with 
that end in view. 

To safeguard, as he said, the present leased wire arrange- 


ments of the press, the Associated Press, through M. J. Mc- 


Cambridge, traffic executive, asked that the second paragraph of 
section 6 of the trade practice rules be lifted out of its present 
position in the code and be made a part of section 4, which 
prohibits the reducing of rates to any class of users. The para- 
graph in question reads as follows: 


This section shall not apply to interchange of wire facilities be- 
tween members of the industry, or to wires, circuits or services fur- 
nished to the United States, or to any of its agencies, or to the press. 


RAIL RATE EQUITY 


(By Thomas F. Woodlock in the Wall Street Journal) 


This country’s experience with the Fourth Section of the 
Interstate Commerce Act—the famous “long and short haul’ 
clause—is illuminating as exemplifying our peculiar psychology 
with respect to railroad rate making. It throws a good deal of 
light on some of the difficulties we meet in regulation. 

As most people know, the Fourth Section makes it unlawful 
for any common carrier to collect “any greater compensation 
in the aggregate for the transportation of passengers or of like 
kind of property for a shorter than for a longer distance over the 
same line or route in the same direction, the shorter being in- 
cluded within the longer distance, or to charge any greater com- 
pensation as a through rate than the aggregate of the inter- 
mediate rates’—unless authorized by the Interstate Commerce 
Commission to do so, The Commission may not authorize relief 
from this section unless the rate to be charged is ‘“‘ccompensatory.” 
It is also restricted by what is generally known as the “equidis- 
tant clause,’ which it is unnecessary to describe in detail. 

As is apparent on its face, the Fourth Section is designed to 
prevent “discrimination,’ undue prejudice or undue preference. 
From the earliest days of common carrier regulation the common 
law required that common carriers should treat all customers 
alike. This general principle is expressed in Sections 2 and 3 
of the Act, and these sections cover all acts by which a car- 
rier can discriminate against customers or prejudice or prefer 
one customer as compared with another. The prohibition in 
these sections is sweeping and general. The Fourth Section 
specifically prohibits one particular form which is in fact in- 
cluded in the general ban of the other two. 

Now it is necessary to note that before a carrier can dis- 
criminate against, prejudice or prefer one customer or class 
of customers against another, those customers must occupy a 
position of similarity and equality with respect to the carrier 
—otherwise, no discrimination, prejudice or preference necessa- 
rily results from differences in the treatment accorded to them by 
the carrier. That is elementary. From which it follows that 
before a carrier can be found to be guilty of discrimination, 
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prejudice or preference with respect to any customer or class of 
customers, it must be shown that it can by its own act restore 
equality of treatment, for if it cannot there is lacking that simi- 
larity and equality of the customers vis-a-vis the carrier which 
must exist before discrimination, prejudice or preference can be 
committed. 

This can be demonstrated by a simple example. Two rail- 
roads run from A to B; one—the rate-making short line—is 100 
miles, the other is 200 miles long. The rate by the short line 
is 50 cents per 100 lbs., calculated by distance scale; the rate 
by the circuitous line on the same scale is 75 cents. Fifty cents 
will carry the freight only half way on the latter, A and B are 
the only two points common to the two lines, The circuitous line 
puts in a fifty-cent rate from A to B in order to share in the 
traffic between the two points. Inasmuch as point B on its 
line is the only point hesides point A which is served by the 
short line, it has a natural advantage over all other points on 
the long line and, therefore, there is no similarity or equality of 
conditions between them and B. Consequently, there is no dis- 
crimination, prejudice or preference involved in the fifty-cent 
rate by the longer line. So much is plain common sense. 

The same principle would hold good if point B enjoyed trans- 
portation facilities other than rail which were not enjoyed by 
points on the railroad. These would constitute a natural ad- 
vantage which could not be removed by the rail carrier’s un- 
aided act. In a word, there is no discrimination, prejudice or 
preference between two points if one point has transportational 
competition while the other has not. 

Everywhere in the world save in the United States this 
elementary principle is understood (so far as this writer knows) 
but here it is ignored. The controversy over the transconti- 
nental rates has raged for fully two generations. Water trans- 
portation between the Atlantic and the Pacific has given both 
coasts a natural advantage as against interior points, e. g., the 
intermountain region, Yet that region has striven (successfully) 
to prevent the transcontinental rail carriers from being allowed 
to make rates from interior points to the coasts to meet water 
competition without correspondingly reducing rates at intermedi- 
ate points where there is no water route available. 

The petition recently laid before the President for a relaxa- 
tion of this section is not likely to result in any material depar- 
ture in practice, for it is evident that in the present state of 
the “public mind” there is no clear concept of the principle that 
underlies the matter. Yet the section is quite unnecessary see- 
ing that its matter is already included in Sections 2 and 3 of the 
Act. Our general attitude of mind in this affair is one of the 
not few pieces of evidence demonstrating our curiously imper- 
fect comprehension of elementary equities, which are perfectly 
understood everywhere else. 


RAIL SIX-HOUR-DAY BILL 


Proponents in the House of Representatives of organized 
railroad labor’s bill providing for substitution of six hours for 
eight hours as the basis for computing compensatiton of rail- 
road employes, succeeded in obtaining 145 signatures of House 
members to a motion to discharge the House committee on 
interstate and foreign commerce from the consideration of the 
bill, H. R. 7430. This action brings the question before the 
House for consideration. The House will vote on the motion. 
If a majority votes for it, the bill then will be taken up. 

The House committee on interstate and foreign commerce 
has held hearings on the measure, as has the Senate interstate 
commerce committee on an identical bill, but neither commit- 
tee has acted on the Dill. 

Passage of the bill, it is estimated, on the basis of the 
present payroll and railroad employment, would increase the 
expenses of the railroads around $300,000,000 a year. The rail- 
roads opposed the bill on the ground they could not stand the 


added expense. 





Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests ef National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 
(Court of Civil Appeals of Texas, San Antonio.) Carrier, 
sued by shipper for damages to carload of radishes could not 
complain that shipper’s allegations of negligence regarding leaks 
in refrigerator car doors were indefinite, where car was in Car- 
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rier’s possession and carrier was in better position to know how 
leaks occurred than shipper. (Railway Express Agency vs. 
McCarrick, 69 S. W. Rep. (2nd) 803). 

Where perishable property is delivered to carrier in good 
condition, arrives at destination in bad condition, and was trans- 
ported by carrier in refrigerator cars especially equipped for 
transporting perishable property, presumption arises that such 
damage resulted from carrier’s negligence.—Ibid. 

In shipper’s suit against carrier for damages to carload of 
radishes, refusal to strike part of petition alleging carrier was 
bound to deliver shipment in good and marketable condition, 
as alleging that carrier was insurer of perishable property, held 
not error.—Ibid. 

In shipper’s suit against carrier for damages to carload of 
radishes, submitting question whether car became defective in 
transit held not error, where evidence would support finding 
that car was defective when loaded or became so in transit, 
and burden shifted to carrier to show damage did not result 
from its negligence.—Ibid. 

Evidence in shipper’s suit against carrier for damages to 
carload of radishes held insufficient to sustain finding that 
radishes had reasonable market value of $765 when received 
by consignee in alleged damaged condition.—Ibid. 

Shipper suing carrier for damages to carload of radishes 
had burden to prove market value of radishes on day they were 
received by consignee.—Ibid. 





Oe 


hi e eo @ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) United States 
Arbitration Act held intended to validate arbitration agreements 
as affirmative defenses in admiralty as well as in other courts 
(United States Arbitration Act (9 USCA, Sec. 1 et seq.)). (In 
re Utility Oil Corporation 69 Fed. Rep. (2nd) 524.) 

Where, as permitted by five-year charter, charterer canceled 
three voyages, but owner allegedly breached charter by failure 
to have vessel report at loading port at end of cancellation 
period, and charterer therupon terminated further performance, 
charterer held entitled to compel arbitration under charter 
clause requiring arbitration of disputes ‘arising during perform- 
ance” (United States Arbitration Act, Sec. 4 (9 USCA, Sec. 4)). 
—Ibid. 

Charter clause requiring arbitration of any dispute “aris- 
ing during performance” of charter party held to cover any dis- 
pute arising after performance began (United States Arbitra- 
tion Act, Sec. 4 (9 USCA, Sec. 4)).—Ibid. 

In construing arbitration clause in charter party, whole 
clause should be considered (United States Arbitration Act, 
Sec. 4 (9 USCA, Sec. 4)).—Ibid. 

Clause in charter party requiring arbitration of any dispute 
“arising during performance” held intended to require arbitra- 
tion of all disputes arising, although performance on both sides 
had terminated (United States Arbitration Act, Sec. 4 (9 USCA, 
Sec. 4)).—Ibid. 


CHICAGO TRAFFIC COUNCIL 


Traffic and transportation changes centering around the com- 
petitive relationship between railroads and highway carriers 
occupied a large part of the regular meeting of the Industrial 
Traffic Council of the Chicago Association of Commerce, May 
14. Among other things, an extensive review of the proposed 
report of Examiners Koebel and Bardwell in the reopened west- 
ern class rate case, docket 17000, part 2, was received, and it 
was decided to call a meeting the following week to give further 
consideration to it. The report of the examiners suggests a 
revision of the class rates so as to reduce those for shorter dis- 
tances and increase those for longer distances, giving greater 
recognition to truck competition on the shorter hauls. 

Extension of the free pickup and delivery service published, 
effective May 28, by the southwestern lines to hauls of 500 
miles, as compared to the present limitation of 300 miles, was 
discussed and consideration was given to a request made on the 
southwestern carriers to grant the service on shipments in and 
out of Chicago. There was also discussion of various sugges- 
tions with respect to an extension of the pickup and delivery 
service in Official Territory, now limited to shipments moving 
260 miles or less. 
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W. H. Ott, general traffic manager, Kraft Phenix Cheese 
Corporation, made a report with respect to the truck code ang 
its application to highway operations. 

The special committee that has been handling a proposal] 
for the establishment of a central agency in Chicago for the 
payment of freight bills presented a further report through its 
chairman, J. A. Brough, traffic manager, Crane Company. A 
detailed analysis of the carriers’ proposal is to be presented in 
writing to the members of the council, it was stated, and objec. 
tions to it are to be submitted to the secretary, C. W. Stadell, 
Definite action on the proposiion was scheduled for the next 
regular meeting. 


RAILROAD EARNINGS 


Operating revenues and operating expenses of Class I rail- 
roads, for the United States, for March and the three months 
ended with March, were as follows, according to the monthly 
statement prepared by the Bureau of Statistics of the Commission 
from carrier reports: 


March 
1934 1933 

Average number of miles operated ......... 239,300.98 241,271.37 

Revenues: 
Ry ree ore ee arene Sees $240,990,526 $175,323, 874 
DS va se ce bdndde shed ceva waa wwe 27,440,066* 21,916,827} 
SEY Poti bic cathicw a Meaaun ca dae ome es pean ais 7,871,997 7,691,781 
SN, cscsnce: var xpi A teae Ge alip Shinsaes Sra aaiosn 5,081,646 3,257,517 
AD other transportation .......csccescce 6,388,921 5,474,013 
EEE Rr re rrr 4,858,076 3,977,585 
EE one a6 csc bb 00 00600 s wow ws 736,941 639,363 
es ED oirciceces beara oawayeuies 190,534 178,652 
Railway operating revenues ....... $293,177,639 $218,102,308 

Expenses: 
Maintenance of way and structures ....$ 28,507,738 $ 22,629,337 
Maintenance of equipment? ............ 57,552,752 45,865,737 
ME. Sirens bcp bn GO Hae sconces ceneaas wae 7,290,004 7,014,158 
NNN | hii ddkcicceescddersessous 101,632,876 86,821,586 
Miscellaneous operations ............... 2,196,706 1,828,400 
EE witb Sage cd Acer bi he cwiaean wade 12,252,844 11,981,272 
Transportation for investment—Cr 181,903 416,094 
Railway operating expenses ........ $209,251,017 $175, 724,396 
Net revenue from railway operations ...... $ 83,926,622 $ 42,377,912 
ee errr rere 21,644,156 22,016,424 
Uncollectible railway revenues ............ : 77,871 81,710 
Railway operating income .......... $ 62,204,595 $ 20,279,778 
Equipment rents—Dr. balance .............. $ 7,198,285 $ 6,551,872 
Joint facility rent—Dr. balance ............ 2,968,462 2,922,388 
Net railway operating income ...... $ 52,037,848 $ 10,805,518 
Ratio of expenses to revenues (per cent) ... 741.87 80.57 

7 Includes: 

ie a oh as waning esd ae wii eae $ 15,491,865 $ 14,911,227 
bee Seale RO-k wee wine ash douse aoa 500,996 1,107,307. 


Retirements§ 


* Includes $725,816 sleeping and parlor car surcharge. 
t Includes $1,160,581 sleeping and parlor car surcharge. 
§ Figures for Ft. Smith & Western and Southern Pacific Steamship 
Lines not received in time for inclusion in this statement. 
Three Months 
1934 1933 
Average number of miles operated ......... 239,426.50 241,330.19 





Revenues: 
8 SRR ee rer rere are $651,425,677 $523,794,138 
rn eT 80,016,118* 72,191,511 
AOR ray er ane een eS 22,702,081 22,596,425 
re ee re pean 11,812,335 7,960,650 
A GERSE tFANBPOTTRGION 2.0.00 csccecscscce 17,796,377 16,378,570 
NIL, <a set bathe rabind os-cénesecadionerne 14,269,597 12,488,916 
Pe SE okie ccc veweceds ceeus 2,149,409 1,971,684 
PE FE, 5050s she cseeeediszones 552,257 570,436 
Railway operating revenues ........ $799,619,337 $656,811,458 

Expenses: 
Maintenance of way and structures ....$ 78,789,511 $ 66,925,498 
Maintenance of equipment? ............ 160,774,484 138,447,499 
ME bat ddurecarisese sicedcneennadeadar 21,677,779 21,286,437 
EE cicccwacdeanws- ton eweenebesaw 289,972,685 260,881,550 
Miscellaneous operations ............... 6,490,058 5,606,098 
OO SEE I Ce er ee 36,448,053 36,477,763 
Transportation for investment—Cr. .... 460,775 886,622 
Railway operating expenses ........ $593,691,795 $528,738,223 
Net revenue from railway operations ...... $205,927,542 $128,073,235 
ee ee ee er re 62,986,041 65,191,952 
Uncollectible railway revenues ............. 269,807 227,121 
Railway operating income ......... $142,671,694 $ 62,654,162 
Equipment rents—Dr. balance ............. $ 21,485,328  $ 19'587;278 
Joint facility rent—Dr. balance ............ 8,934,636 8,542,578 
Net railway operating income ...... $112,247,730 $ 34,524,306 
Ratio of expenses to revenues (per‘cent) ... 74.25 80.50 

+ Includes: 

eS a re en ere $ 46,372,779 $ 44,629,857 
a ee ee re Pe ee earn 1,105,374 2,951,214 


Retirements§ 


* Includes $2,388,931 sleeping and parlor car surcharge. 

t Includes $3,792,029 sleeping and parlor car surcharge. 

§ Figures for Ft. Smith & Western and Southern Pacific Steam- 
ship Lines not received in time for iné@lusion in this statement. 


IPACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for March, 
1934, shows 7,829 cars held overtime—a percentage of 05.22— 
as against 3,655 cars—a percentage of 05.58—for March, 1933. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


OLLOWING the calling of a longshoremen’s strike on the 

piers of the Clyde-Mallory Line in New York on May 12, a 
conference was held May 14 between John E. Craig, first vice 
president of the Clyde-Mallory Line and Mrs. Elinore M. Her- 
rick, vice chairman of the Regional Labor Board, to discuss a 
proposed plebiscite to determine whether the stevedores wish 
to have the International Longshoremen’s Association represent 
them in collective bargaining. Joseph P. Ryan, president of the 
I, L. A., was also in attendance at the conference, and said he 
had no objection to the plebiscite provided the steamship line 
agrees to a similar one at Galveston. Mr. Craig took the pro- 
posal under advisement pending conference with other officials 
of the line. 

Mrs. Herrick said at the conclusion of the conference that 
the proposed election would be held under the supervision of 
the Regional Labor Board and that if the union won the election 
the terms would be expected to include recognition of the 
I. L. A. and a forty-four hour work week instead of the present 
one of forty-eight hours. The company is now paying the coast- 
wise wage scale of 75 cents an hour and therefore wages are 
not an issue, 

Meanwhile, representatives of the seven trunk line railroads 
held a meeting at the Port Authority Building and declared an 
embargo against the handling of any freight for the steamship 
company. This was the result of an ultimatum by the union 
that railroad lighters would not be handled at the piers of 
deep sea steamship lines if freight were delivered to the Clyde- 
Mallory piers. H. J. Bordwell, general manager of the Erie 
Railroad, acted as chairman of the railroad committee meeting. 

At a second conference between representatives of the At- 
lantic, Gulf and West Indies Steamship Lines, Mrs. Herrick 
and Mr. Ryan, the proposal for a plebiscite was rejected by 
Mr. Ryan because it did not include a plan to settle the strike 
on the line’s piers in Galveston and Houston. The proposal 
was submitted by John E. Craig, first vice president of the 
Clyde-Mallory Line, with the approval of Franklin D. Mooney, 
president of the AGWI Lines, parent company of the Clyde- 
Mallory Line. Mrs. Herrick agreed with the steamship opera- 
tors in that her board had no authority to deal with the Gulf 
dispute. Under the proposal submitted by Mr. Craig the com- 
pany was to defray the expense of balloting, which would be 
secret. The strike would be immediately called off and the men 
would return to work before voting. 

The Merchants’ Association of New York announces that, 
as a result of an investigation it has conducted, it has found 
that trade is being diverted from New York to other ports as a 
result of inequitable application of the new warehouse code in 
various ports with a resultant increase of rates in New York and 
no increase elsewhere. The association stated that it was tak- 
ing steps to bring about a correction of the situation, and that, 
by unanimous action of its directors, it was making an appeal to 
the national code authority to adjust the rates to restore the 
previous relative position of the ports. No opinion as to whether 
the rates at New York should be lowered or those in other ports 
increased was expressed. 

Investigation of* the coffee situation disclosed that one 
large importer had diverted 85,000 bags of green coffee from 
New York and placed it in storage in New Orleans. Other coffee 
mporters have diverted a portion of their imports to New Or- 
leans or other competitive cities. Another commodity which 
has been affected by the warehouse rate situation is cocoa beans, 
the association states. Shipments of this commodity, which 
would ordinarily have been handled and stored at the Port of 
New York, have also been diverted to New Orleans and per- 
haps to other ports. A similar situation was found to exist 
with respect to sugar. In the case of this commodity it was 
revealed that the army base piers at Norfolk had been leased 
at nominal rental to a private operator who, through his use of 
government-owned property, was enabled to store sugar at sub- 
normal rates. In general warehouse rates on sugar in Norfolk 
were reported to range from 3% cents to 12 cents a long ton 
a month, as compared with the New York storage rate on sugar 
of 56 cents. 

The California and Eastern Steamship Company, which 
retired from the intercoastal trade some years ago, may reenter 
the intercoastal trade and operate a C line service between South 
Atlantic ports and the Pacific coast, according to advices from 





the Pacific coast which indicate that the new line has applied 
for admission to the United States Intercoastal Conference. 
According to the reports the terminal of the service on the 
Pacific coast may be Stockton and other ports of call will be 
San Diego, Los Angeles and San Francisco. The South Atlantic 
ports are not indicated. When the California and Eastern Line 
retired from the trade, four of its ships, former Shipping Board 
vessels, each of about 8,600 tons deadweight, were taken over 
by Kenneth D. Dawson, operator of the Quaker Line in the inter- 
coastal trade. These ships are expected to be returned to 
service, 

The Maritime Association of the Port of New York, in a tele- 
gram to Senator Robert F. Wagner, of New York, signed by 
Emmet J. McCormack, president of the association, has asked 
that a hearing be held on Senate bill S. 2517, providing for in- 
creased tolls on the Panama Canal. The association stated that 
it had not been advised as to the date of the House committee 
hearings and was, therefore, unable to present its objections 
at that time. Many other members of the shipping industry 
who were opposed to the legislation did not know of the hearings 
or were unable to appear, the telegram added. 

The Merchants’ Association of New York has been advised 
by the American Legation in Lithuania that the Lithuanian 
Minister of Finance issued instructions to all customs houses 
in that country on April 20 that certificates of origin on ship- 
ments of United States merchandise issued by the Merchants’ 
Association would be considered on an equal status with those 
issued by Lithuanian consulates. The certificates are required 
in order to secure preferred rates of duty on American goods. 

Dullness continues to prevail in the ocean freight market, 
practically all trades being affected, including the tanker mar- 
ket, which this last week had the smallest list of fixtures for 
some time. Rates have remained virtually unchanged, but this 
is attributed more to lack of firm business than weakness, 

Grain fixtures consummated included a steamer from Mon- 
treal to London or Barry, 35,000 quarters at 1s 4%d. 

Activity in the transatlantic sugar trade was slightly better, 
several cargoes being fixed from Cuba and Santo Domingo. 
Among them was a vessel of 3,171 net tons from one port on 
the north side of Cuba to the Havre-Hamburg range on the 
basis of 138s and 13s 3d if two loading ports are used. From 
Santo Domingo a 1,411 net ton steamer was fixed for United 
Kingdom-Continent at 12s 6d for the second half of May. 

Several steamers were engaged in the Canadian time charter 
trade but West Indies business was slack. Long voyage charters 
were lacking, although a 2,864 net ton vessel was reported 
taken for a period of three to four months. 

There was some activity in the scrap iron trade, two fixtures 
to Japan and one each to United Kingdom-Continent and Italy. 
The Japan fixtures were an 8,000 ton motorship from the At- 
lantic or Gulf at 11s 6d f. i. o. for June loading, and a 2,919 
ton motorship at the same rate, also for June. The United 
Kingdom fixture was reported to have been done at about $3.25 
f. d. for prompt loading. 

Tankers chartering was mostly limited to the California 
trade. From the Pacific coast a 13,000 ton motorship was fixed 
for a dirty cargo to Buenos Aires at 13s for May and a 4,398 
ton clean boat took a cargo to Japan at 10s 6d for August. A 
steamer of 1,168 tons was reported fixed from the Great Lakes 
to Europe for May loading. 


MAIL SUBSIDY INQUIRY 


The Trafic World Washington Bureau 


The Black mail subsidy committee of the Senate resumed its 
investigation of maritime affairs May 16 with the International 
Mercantile Marine on the gridiron. 

Chairman Black and Senators McCarran and White, the 
only members of the committee present, sat behind the high 
railing of the committee bench in a modernistic committee room 
recently completed in a new wing of the Senate office building, 
while down in the “pit” below them sat P. A. S. Franklin, head 
of the I. M. M., his son, John M. Franklin, and Kermit Roose- 
velt, son of the late Theodore Roosevelt, flanked by their law- 
yers and accounting officers. The Franklins and Roosevelt are 
associated together in steamship operations. 

Interrogation by Chairman Black developed that Chauncey 
G. Parker, formerly counsel of the Shipping Board, owned bonds 
of the I. M. M. while he was with the board. It was explained 
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at New York 


Here manufacturers are offered every possible service that 
their own factory branch could furnish other than selling 
the merchandise. “Store Door” delivery service provides 
economical, efficient distribution. Carload shipments to 
and from terminal are handled without loading or unload- 
ing charges to the shipper. Double-decked terminal 1300 
feet long by 150 feet wide located within the free lighter- - , 
age limits affords unequaled facilities for the movement LAN ENTRAMBENT, | 
of inbound and outbound steamship freight. Storage, 

handling and insurance rates are the very minimum. 
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At this great terminal property there is every modern de- continuing ##omm 
vice for the rapid and economical handling of cargoes. , B ith 

There are three piers, each 1300 feet long, and four open- prices, savigg the | 

bulkhead berths. Eight warehouses provide 2,200,000 tion of e@®sport 
square feet of floor space. They are served by depressed digewill 

tracks and concrete drives. The receiving, delivering and and han 


classification yards have a capacity of 4000 cars. The prop- manufactu 


erty is served by Norfolk’s eight trunk-line railroads. 
a: mate marg 
NorFrotk TmewatTer TERMINALS 


J. A. Moore, Manager 


at Buffalo. N. Y. e pee aC TD PTT DRO 
Modern fireproof warehouses, located in the very heart of 
the wholesale and retail districts, provide for the hand- 
ling of all classes of merchandise in a most efficient man- 
ner. Capacity of 50 cars a day, all of which are worked R. D. Jones, 
under cover, insures against damage by the elements. West Traffi 
Served by all railroads entering the city, Great Lakes 5 ony . 
steamers and New York Barge Canal lines. Special atten- 1646 T ; 
tion is given to pool-car distribution. tation ide, 


Keystone WAREHOUSE COMPANY Chicago 
W. J. Bishop, Gen. Supt., Seneca and Hamburg Streets 
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at Boston 


Nine ocean-going cargo carriers can be berthed and 
worked simultaneously. Direct transfer of cargo—ship to 
rail. 360,000 square feet of covered wharf space. Modern 
concrete and steel buildings contain a half million feet 
of waterside storage space. Located on the line of the 
N. Y., N. H. & H. R. R., with efficient switching to the 
B. & A. and the B. & M. R. R. The strategic location 
makes it.the ideal distributing point for merchandise con- 
signed to the various sections of New England, the Middle 
West and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of their 
operations by utilizing our facilities. 


Boston TipEwATeR TERMINAL, INc. 
L. J. Coughlin, General Manager, 666 Summer Street 


For COMPLETE 
INFORMATION 
regarding the 
facilities at our 
respective _ ter- 
minals and 
warehouses, tar- 
iffs, etc., address 
the office near- 
est you, 
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at Philadelphia 


Fifteen berths for ocean-going cargo carriers. A million 
square feet of waterside storage. Rail service for B. & O., 
P. R. R. and Reading Company to all points. Railroad 
tracks extend the entire length of all piers. Twenty-five- 
acre yard for the storage and distribution of lumber. New 
concrete and steel shed of 3,000,000 board feet capacity for 
the storage of kiln-dried and finished lumber. Every facil- 
ity for loading and unloading railroad cars and motor 
trucks under cover. 
PHILADELPHIA TIDEWATER TERMINAL 

George M. Richardson, General Manager and Treasurer 


10 Chestnut Street 


at Philadelphia 


2,100,000 square feet of excellent storage space in 11 mod- 
ern warehouses conveniently located throughout the city. 
Each property is served by one or more railroads, B. & O., 
P. R. R., Reading Company or Philadelphia Belt Line 
R. R. As the largest operators of warehouses .in Phila- 
delphia, we are excellently equipped to furnish every 
kind of service incident to the —_ of package freight 
on L. C. L. shipments. Liberal cash advances on stored 
goods. Lowest insurance rates. 


MercHants’ Warenouse CoMPANY 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
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that Mr. Parker had been a receiver of the old I. M. M. com- 
pany in 1915-1916, and that after he had ceased being a receiver 
he had bought the bonds of the I. M. M. in 1916, having paid 
$9,826.67 in cash for them. It was stated that he still had the 
bonds. Chairman Black made inquiries about an opinion given 
by Mr. Parker as counsel for the board with respect to indebt- 
edness of the United States Lines to the government. Cletus 
Keating, counsel for I. M. M., said the only Parker opinion he 
knew about in that connection was prepared With reference to 
the Dollar-Dawson effort to obtain the United States Lines, 
which was prior to the arrangement under which the I. M. M. 
obtained an interest in the lines. 

In reply to questions by Chairman Black, P. A. S. Franklin 
said neither the Pennsylvania Railroad Company nor the Penn- 
sylvania Company had an interest in the I. M. M. He said the 
Pennsylvania was interested in the Baltimore Mail Steamship 
Company for which the I. M. M. acts as agent. John M. Frank- 
lin said he had once talked to Pennsylvania officials about selling 
an interest in the I. M. M. to the Pennsylvania. 

The elder Franklin told the committee that June 30 the 
I. M. M. would cease to act as agent for the British White Star 
Lines, which the I. M. M. formerly owned, and that this would 
mean a loss of at least $600,000 a year in gross revenue to the 
I. M. M. 

When Chairman Black brought out that the I. M. M. re- 
ceived $1,400,000 for acting as operating agent of the United 
States Lines for 1932 and intimated by statements in con- 
nection therewith that that was probably too large a sum to have 
been paid for the services given therefor, P. A. S. Franklin 
asked the chairman to consider that the expenses of the operat- 
ing agency had to be paid out of that money and later said that 
the I. M. M. lost money on the United States Lines’ agency in 
1932 and 1933. He pointed out that the I. M. M. had to maintain 
offices throughout the country in order to obtain passenger busi- 
ness for the United States Lines. 

Reports that messages relating to I. M. M. steamship mat- 
ters had been sent to the Astor yacht Nourmahal while Presi- 
dent Roosevelt was on board on sea trips made by him, in- 
cluding inferences that the President was being appealed to 
with reference thereto, were declared to be without foundation 
at the committee hearing May 17. 

Vincent Astor, a director of the I. M. M., and host to the 
President on the trips in question, said messages of the kind 
indicated had not been received, and furthermore, that political 
and business matters were barred during the voyages because 
the President wished to rest. 

P. A. S. Franklin, president; John M. Franklin, vice-presi- 
dent, and Kermit Roosevelt, vice-president, of the I. M. M., 
also said such messages had not been sent or received. Kermit 
was on the Nourmahal. He said if a message had been sent 
asking him to take up a shipping matter with the President 
he would not have done so. 


When this phase of the inquiry was over, Chairman Black 
asked Senator White, Republican member of the committee, if 
he wished to ask any questions. The Maine senator said he ac- 
cepted the testimony given. He thought, perhaps, inquiry might 
be made of Mr. Astor as to the President’s success as a fisher- 
man on the last trip, but Mr. Astor said he was going to be 
“uncommittal” on that and he would have to be “unsworn.” 

One message, it was revealed, relating to their steamship 
business, had been received by Kermit Roosevelt while on the 
yacht, but it had no reference to seeking anything from the 
President. 


Chairman Black made inquiries about I. M. M. officials hav- 
ing recommended reappointment of former Chairman O’Connor 
and Admiral Cone as members of the old Shipping Board. 
P. A. S. Franklin said he had recommended reappointment 
of O’Connor but was not sure about Cone. John Franklin said 
O’Connor came to see them for assistance with respect to 
reappointment and had suggested that P. A. S. Franklin see 
Owen D. Young about the matter. Mr. Young was not seen, 
however, it was stated. John Franklin said he had spoken to 
Stanley Dollar about reappointment of Cone. Mr. Astor said 
he had not recommended anybody for anything. 

A line of questioning was pursued by Chairman Black in- 
dicating a purpose to show that the I. M. M. accorded preferen- 
tial treatment to White Star Line ships (British) as compared 
with that accorded to ships of the United States Lines. P. A. S. 
Franklin insisted that such was not the purpose of the I. M. M. 
organization in acting as agent for both lines. 

The steamship holdings of the I. M. M. in foreign lines was 
gone into in detail by the committee, the I. M. M. officials con- 
tending that they had made a sincere effort to get rid of for- 
eign ships so that they might confine their operations entirely 
to American ships. In support of that contention it was stated 
that in 1926 the I. M. M. owned 94 foreign flag ships of 1,016,780 
tons while now it owned 9 foreign flag ships totaling 129,226 
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tons, a decrease of 88 per cent. In 1926, it was stated, the 
American flag tonnage owned or operated by the I. M. M. con. 
sisted of 6 ships totaling 74,131 tons, while now its Americay 
flag tonnage totaled 35 ships of 384,532 tons, an increase of 418 
per cent, 

Chairman Black’s interrogation apparently was predicated 
on a desire to show that there still existed a close relationship 
between the I. M. M. and British shipping interests. He brought 
out a memorandum asking P. A. S. Franklin to take up with 
a British steamship official the question of whether, if a group 
including Kermit Roosevelt and John M. Franklin bought the 
West African Line from the Shipping Board, the same arrange. 
ments between the British line in question and the West African 
Line with respect to sailings would be continued. The line was 
not acquired by the Roosevelt-Franklin group as it was not the 
low bidder. Kermit Roosevelt told Chairman Black there was 
nothing unusual about the request in the memorandum as for. 
eign and American lines had such agreements in order not to 
cut each other’s throats—that is, a vessel of one line would 
sail on a certain date while a vessel of a competing line would 
sail on another. Such agreements, he said, had been worked 
out by the Shipping Board with foreign lines. If his group had 
bought the line in question, he said, it would have had to have 
assurance that the agreement would be continued. 

Chairman Black contended in interrogating P. A. S. Franklin 
that the British government did not pay mail subsidies to 
British lines while Mr, Franklin insisted it did. British lines 
in which the I. M. M. was interested in the past, he said, had 
received more for carrying the mail and maintaining services 
than if the mail had been paid for only on the basis of the 
actual service involved, 


Mr. Franklin made the following general statement with 
respect to the merchant marine situation: 


_ The shipping situation today—particularly over the trans-Atlantic 
—is the worst I have ever seen. The competition of these Lines by the 
foreign Lines which are being supported by their governments in ev- 
ery direction in a way they never were before—and further than that 
we must remember that the first-class passenger traffic across the 
North Atlantic today—that is in 1933—was about 38 per cent of 1913. 

Taking into consideration the tonnage of today versus 1913, it 
means that we are up against the most serious problem we have ever 
been up against. We absolutely require the cooperation and assistance 
of the United States government in every way in order to make our 
American merchant marine successful. In competition with these for- 
eign companies, which are today receiving what they never received 
before, our only object in this whole situation is to develop the 
American merchant marine. 


WATER CARRIER AGREEMENTS 


The following agreements, and modifications of agreements, 
filed in compliance with section 15 of the shipping act, 1916, as 
amended, have been approved by the Department of Commerce: 


2877—Establishes a westbound freight conference in the trade 
oo oo to United States Gulf ports, Tampa to Corpus Christi, 
inclusive. 

2981—Between Panama Mail Steamship Company (Grace Line) and 
Los Angeles-Long Beach Despatch Line: Provides for the through 
transportation of traffic between specified U. S. Atlantic Coast ports 
and San Diego, with transshipment at Los Angeles Harbor. 

2962—Between Panama Mail Steamship Company (Grace Line) 
and San Diego-San Francisco Steamship Co.: Provides for the through 
transportation of traffic between specified U. S. Atlantic Coast ports 
and San Diego, with transshipment at Los Angeles Harbor. 

2963—Between Panama Mail Steamship Company (Grace Line) and 
McCormick Steamship Company: Provides for the through transporta- 
tion of traffic between specific U. S. Atlantic Coast ports and San 
Diego, with transshipment at Los Angeles Harbor. 

2964—Between Panama Mail Steamship Company (Grace Line) 
and California Steamship Company: Provides for the through trans- 
portation of traffic between specified U. S. Atlantic Coast ports and 
San Diego, with transshipment at Los Angeles Harbor. 

2965—Between Panama Mail Steamship Company (Grace Line) 
and Los Angeles Steamship Company: Provides for the through trans- 
portation of traffic between specified U. S. Atlantic Coast ports and 
San Diego, with transshipment at Los Angeles Harbor. 

2966—Between_ Dollar Steamship Lines, Inc., Ltd., and Pacific 
Steamship Lines, Ltd.: Provides for the transportation of cargo under 
through bills of lading between U. S. Atlantic Coast ports and U. S. 
Pacific Coast ports, with transshipment at San Francisco or Los An- 
geles Harbor. 


The following 13 agreements provide for the transportation 
of general cargo on through bills of lading from United States 
Atlantic ports to Hawaiian Islands ports, with transshipment 
at Los Angeles Harbor or San Francisco: 


2969—Between American-Hawaiian Steamship Company and the 
Matson Navigation Company, The Oceanic Steamship Company and 
Los Angeles Steamship Company. 

2970—Between American Line Steamship Corporation (Panama 
Pacific Line) and the Matson Navigation Company, The Oceanic 
Steamship Company and Los Angeles Steamship Company. 

2971—Between Argonaut Steamship Lines, Inc., and the Matson 
Navigation Company, The Oceanic Steamship Company and Los An- 
geles Steamship Company. 

2972—-Between Calmar Steamship Corporation and the Matson 
Navigation Company, The Oceanic Steamship Company and Los An- 
geles Steamship Company. 

2978—Between Dollar Steamship Lines, Inc., Ltd., and the Matson 
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Navigation Company, The Oceanic Steamship Company and Los An- 
geles Steamship Company. 

2974—Between (Grace Line) Panama Mail Steamship Company and 
the Matson Navigation Company, The Oceanic Steamship Company 
and Los Angeles Steamship Company. 

2975—Between Pacific Atlantic Steamship Company (Quaker Line) 
and the Matson Navigation Company, The Oceanic Steamship Com- 
pany and Los Angeles Steamship Company. 

2976—Between Pacific Coast Direct Line, Inc., and the Matson 
Navigation Company, The Oceanic Steamship Company and Los An- 
geles Steamship Company. 

2977—Between Luckenbach Steamship Company, Inc., and the 
Matson Navigation Company, The Oceanic Steamship Company and 
Los Angeles Steamship Company. 

2979—Between McCormick Steamship Company and the Matson 
Navigation Company, The Oceanic Steamship Company and Los An- 
geles Steamship Company. 

2980—Between Nelson Steamship Company and the Matson Navi- 
gation Company, The Oceanic Steamship Company and Los Angeles 
Steamship Company. 

2981—Between Shepard Steamship Company and the Matson Navi- 
gation Company, The Oceanic Steamship Company and Los Angeles 
Steamship Company. 

2984—-Between Williams Steamship Corporation and the Matson 
Navigation Company, The Oceanic Steamship Company and Los An- 
geles Steamship Company. 


The following agreements provide for the transportation of 
general cargo on through bills of lading from United States 
Gulf ports to Hawaiian Islands ports, with transshipment at 
Los Angeles Harbor or San Francisco: 


2978—Between Luckenbach Gulf Steamship Co., Inc., and the Mat- 
son Navigation Company, The Oceanic Steamship Company and Los 
Angeles Steamship ie mage 

2983—-Between Swayne Hoyt, Ltd., Managing Owners (Gulf Pa- 
cific Line) and the Matson Navigation Company, The Oceanic Steam- 
ship Company and Los Angeles Steamship Company. 


Agreements Modified 


2006-1—Between Dollar Steamship Lines, Inc., Ltd., and Nelson 
Steamship Company: Modifies agreement covering the transportation 
of through billed cargo from the Orient to U. S. Atlantic Coast ports, 
with transshipment at San Francisco or Los Angeles Harbor as re- 
spects the basis of the through rates. 
Conference Agreements 


17-9—Modification of agreement of the Far East Conference pro- 
viding for delegation by the conference of rate-making authority to 
committees or subcommittees. 

120-8—Agreement between member lines of the Trans-Atlantic Pas- 
senger Conference in respect to fares to be charged and commissions 
to be paid in connection with Mediterranean-Norway Cruises. 

128-26—Modification of agreement of the Atlantic Conference de- 
fining ‘‘off-season periods’ of the year 1936 during which member 
lines may grant reduction of 20% to competitors and officials attending 
the Olympic Games at Berlin and Garmisch-Partenkirchen without be- 
ing considered to have violated their agreement to maintain rates 
fixed by the conference. 

141-17—Modification of agreement of the North Atlantic Passenger 
Conference defining ‘‘off-season periods’”’ of the year 1936 during which 
member lines may grant reduction of 20% to competitors and officials 
attending the Olympic Games at Berlin and Garmisch-Partenkirchen 
without being considered to have violated their agreement to maintain 
rates fixed by the conference. 


NORFOLK, VA., PIER CHARGES 


The Trafic World Washington Bureau 


While protestants against the proposed increases in charges 
by Norfolk, Va., water terminals used three days in giving tes- 
timony (see Traffic World May 12) the terminal companies put 
on only two witnesses, W. F. Taylor, operating the Southgate 
terminal, and James A. Moore, of the Tidewater terminal. Most 
of their testimony had to do with the history of the negotiations 
leading to the formulation of the agreement to undertake an 
increase in charges, the principal ones being bringing up charges 
for their services to small boat lines to 3.5 cents a hundred 
pounds and to 5 cents a hundred pounds to trucks. They ad- 
mitted that it would be futile for the non-railroad terminals to 
increase their charges without like and concurrent action of 
railroad terminals. , 

Both sides agreed to waive arguments. Examiner Lansdale 
offered half an hour to each side for that purpose. C. R. Mar- 
shall, representing the Hampton Roads Transportation Co., a 
truck line, suggested that there be a proposed report by the 
examiner with opportunity to the parties to file exceptions. 
Examiner Lansdale, however, said there would be no proposed 
report. If the Shipping Board Bureau did not disapprove the 
proposal of the terminal operators, it was stated, the higher 
charges would be allowed to stand. The terminal operators 
expressed their willingness to have the Shipping Board Bureau 
say, if it did not approve the agreement, what the charges 
should be. 





REVISED SHIPPING CODE 


After a long discussion of proposed revisions of the general 
shipping code, the code committee of the American Steamship 
Owners’ Association completed its revision of the proposed code 
May 16 and the revised draft will be returned to Washington. 
The committee opposed the inclusion of the rate differential fea- 
ture of the code on the ground that it had no place in the 
general code and properly belonged in the various divisional 
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codes. Ira A. Campbell, counsel for the steamship owners, said 
the modifications considered were a result of the hearings held 
in Washington recently and that some of the proposed revisions 
were accepted by the committee and others were rejected. 

Mr. Campbell added that the association did not accept 
the proposal that the code authority submit rate changes to a 
committee of four cabinet officers, on the ground that these 
officers were already overburdened with work and the result 
would be serious delay in consummation of the changes to the 
detriment of shippers’ and carriers’ interests. 

Officials of the National Recovery Administration handling 
the general shipping code expected this week to have the revised 
code ready by the first of next week for submission to Admin- 
istrator Johnson. 


PORT TRAFFIC AND SECTION 3 


The Trafic World Washington Bureau 


At a further hearing on S. 2477, the Goldsborough bill 
amending section 3 (1) defining the word “locality” so that it 
will include any port with respect to import, export and coast- 
wise traffic routed through it (see Traffic World, May 5, p. 
887), R. C. Fulbright, speaking for the National Industrial Traffic 
League, on May 14, proposed a revision of the proposed amend- 
ment so that it would read: “The word ‘locality’ as used herein, 
includes transit points, ports and gateways from, to or through 
which traffic moves in interstate or foreign commerce.” 

He said he understood that a proposal would be made to 
permit equalization of ports. Such a change in the law, he 
said, was not brought up at the meeting of the league, in Novem- 
ber, 1933, at which the bill as introduced was approved. There- 
fore, he said, he could not express an opinion on the proposal. 

Mr. Fulbright said he could not understand how any one 
could object to a definition of the word “locality” to include 
ports and transit points. He said he did not speak for any of the 
Texas ports on this issue although he said he had been in the 
litigation which brought about the condition sought to be 
changed. He reviewed that litigation, saying that no one raised 
the question therein as to whether ports were localities, the 
question having been presented for the consideration of the 
litigants when the Supreme Court set it down for reargument. 
All that was being asked, he said, was a clarification of the law 
by an act of Congress, all ports being interested, Congress hav- 
ing appropriated money for their development. 

R. Granville Curry, for the Albany, N. Y., Port District 
Commission, also urged the passage of the bill. That body, he 
said, believed that the construction placed on section 3 by the 
Supreme Court, if permitted to stand, would impede the develop- 
ment of the port of Albany and deprive it of the protection 
against unreasonable and undue prejudice and disadvantage in 
railroad rates under the federal regulatory authority. The port, 
he said, was being developed under a program calling for the 
expenditure of $9,300,000. 

While the opposition to the bill still had the floor an amend- 
ment favored by Dallas, Tex., interests, represented by Thomas 
B. Love, who appeared at the hearing as counsel for the Texas 
& Pacific, was put into the record. It defines locality ag includ- 
ing gateways, transit points and ports and then adds the follow- 
ing: “Nothing herein contained, however, shall be held to pre- 
vent carriers from equalizing, in whole or in part, to meet com- 
petition, the rates on export, import or coastwise traffic, between 
interior points and the ports, where such rates do not impose 
an unjust burden on other traffic.” 

“Adding those words would make the bill useless,” said 
H. J. Wagner, representing Norfolk, Va., interests. 

Wilbur LaRoe, Jr., speaking for the New York Port Au- 
thority, said that that body long had favored port equalization. 
He said it was inconceivable that anyone should oppose inclusion 
of ports and gateways in the definition of “locality.” He said 
that some sort of legislation was necessary else railroads would 
be at. liberty, for instance, to exclude St. Louis as a gateway 
on grain from Kansas on its way to the Atlantic coast and force 
it all through Chicago. But he said he was not to be under- 
stood as being opposed to the bill unless provision was made 
for equalization. He said the Port Authority favored the bill. 

Opposition to the bill was voiced by Rene A. Stiegler, repre- 
senting the port commissioners of New Orleans and other New 
Orleans interests, in its present form. He said that there should 
be provision for equalization. 

Edgar Moulton, for the New Orleans Joint Traffic Bureau, 
said that in the case brought by Galveston port interests which 
led to the litigation and the asserted necessity for this legis- 
lation, the Commission had made a difference of 25 per cent in 
distance the determining fact in an allegation of undue preju- 
dice notwithstanding that prior to that decision there had been 
equalization by the voluntary action of the carriers taken under 
the long line of decisions showing that export and import rates 
were not to be measured by differences in distance on the hauls 
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of the railroads. He pointed out that in the equalization of 
Atlantic ports the differences in distance ran as high as 300 
per cent. 

Answering a question by Senator Thompson of Nebraska, Mr. 
Moulton said that if this bill were passed the Commission would 
have the power to apportion import and export traffic, whieh 
power, he said, the Supreme Court in cases prior to this one, 
had said it did not possess. 

Luther M, Walter, speaking for New Orleans interests, said 
the people he represented would not be opposed to the Dill in 
and of itself, if it did not carry the implication that Congress 
was approving the decision of the Commission making a 25 per 
cent difference in distance a reason for a finding of undue 
prejudice. 

“Our interest,” said Mr. Walter, “is in seeing that the power 
of the Interstate Commerce Commission after this bill may be 
passed will not be greater than it was before.” 

He said that from 1898 onward until the decision in this 
case was made by the Commission the law on the subject of 
undue prejudice with respect to import and export rates as de- 
clared by the Commission itself was not as set forth in the 
decision in this case. The decisions of the courts, he said, were 
all against the decision as made by the Commission in this case. 
He said that the New Orleans interests wanted to preserve what 
the court said, namely that Congress did not intend to forbid 
port equalization by applying mileage on export and import 
rates, 

In behalf of New Orleans interests Mr. Walter submitted an 
amendment defining “locality,” so as to include ports, transit 
points and gateways and then adding that “nothing herein con- 
tained shall be held to prevent individual or connecting carriers by 
rail and/or water from maintaining on export, import or coastwise 
traffic between interior points and ports served by them the 
same rates as are maintained by competing individual or connect- 
ing carriers by rail and/or by Water on such traffic between such 
interior points and other ports served by such competing car- 
riers, or from maintaining rates differentially related thereto, 
where the rates so maintained for the purpose of meeting such 
competition do not impose an unjust burden upon other carriers.” 

That amendment was also presented by Robert W. Thomp- 
son, commerce attorney for the Texas & Pacific, who said that 
the Texas & Pacific, chartered by the federal government in 
1871, was intersected by north and south lines about every forty 
miles, which north and south lines were also interested in car- 
rying traffic to the ports. He said that that road served com- 
munities at points common with other carriers having a pop- 
ulation of 471,000, while the population at non-common points 
was Only about 40,000. Those facts, he said, showed why the 
Texas & Pacific was so much interested in being allowed, under 
the law, to make equal rates to the ports instead of being re- 
quired on a considerable part of it, to make higher rates on New 
quired, on a considerable part of it, to make higher rates to New 
rails. 

The Texas & Pacific, he said, was unalterably opposed to 
any rate adjustment in respect of foreign and coastwise com- 
merce which had the effect of allocating to any port or group of 
ports, or to any carrier or group of carriers, a designated or 
defined territory in the interior and conferring upon them a 
monopoly upon the traffic so passing through the ports and a 
strangle hold upon the producers and consumers located therein, 
by whom, in the last analysis the transportation charges, as 
well as the tolls levied upon the traffic as it passed through the 
ports, were paid and borne, and who were thereby subjected 
and made tributary to such a monopolistic arrangement. 

Having adopted the definition of ports made by Mr. Ful- 
bright in the port case before the Commission, he said he main- 
tained that the ports which did not pay the charges on the 
traffic in question, but as a matter of fact lived off the traffic, 
had no such interest in the traffic as to confer on them any 
legal rights in right of the rates assessed by the common Car- 
riers handling the traffic to the ports. 


Opposing the legislation, T. E. Harris, foreign freight agent 
of the Illinois Central, said it would seriously hamper the rail- 
roads in maintaining the competitive system of export and im- 
port system of rates by empowering the Commission to pre- 
scribe rigid relationships of the all-rail rates to and from the 
ports Which could not be altered, except by tedious litigation, 
as Was attempted by the Commission in this case. 

A. L. Reed, representing, as he said, 225 interior cotton 
handling plants, having an investment of $75,000,000, said he 
was opposed to any amendment of section 3 (1). 

A. L. Burford, for the Louisiana & Arkansas, said that the 
order of the Commission in the Galveston case caused it to 
lose business which could not be regained even when the court 
set aside the order, except by hard work to reestablish condi- 
tions as they were before the decision was made. 

This bill, if passed, Mr. Burford said, would be read by the 
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Commission as a mandate to restore the decision it had made, 
and which the court had reversed. That was why, he said, he 
was asking the committee to put something into the bill, by 
way of amendment to show the Commission that it had not 
received from this bill, the power the court had said was not 
,iven it when the third section was first enacted. 

Rene Clerc, Washington representative of New Orleans 
port interests, also opposed the enactment of the bill without 
safeguards to prevent the Commission exercising the power 
which the court had said it had not received from Congress in 
the first instance. He contended that unless language of that 
sort was put into the measure that was what the Commission 
would do in the event this bill were passed. 

Johnston B. Campbell, representing Boston port interests, 
said that all the bill would do would be to allow the ports to 
claim the benefit of section 3. Boston, he said, was not op- 
posed to equalization, but that equalization must be real equal. 
ization and not equalization that resulted in undue prejudice 
by reason of varying conditions at the ports. 

The hearing was concluded May 14. 


SCRAPPING OF WORLD - TONNAGE 


Scrapping of old and obsolete ships was notably accelerated 
in the last year as a result of government financial aid, according 
to bulletin issued by the Commerce Department’s transportation 
division. 

In the year ended June, 1933, the report shows, about 1,800,- 
000 gross tons of vessel tonnage were broken up from causes 
other than stress of weather, and therefore presumably sold for 
scrap. This includes 714,000 gross tons sold for scrapping by 
the Shipping Board in the latter half of 1932 and compares with 
1,102,000 gross tons for 1932 and 1,032,000 tons for 1931, 

Ship scrapping programs have been officially adopted in 
Germany, Italy and Japan; the principle has received official 
notice in other countries, notably Sweden. In the United States 
it has been made effective through government sales of tonnage 
for scrapping, the report states. Secretary Roper has stopped 
sales of vessels for scrapping. 

The German government agreed to subsidize the scrapping of 
400,000 gross tons of German commercial vessels primarily as 
social relief for current unemployment. The Italian government 
agreed to subsidize the scrapping of 400,000 gross tons of Italian 
vessels as an aid in producing needed metal at a time when 
prices for scrap metal were too low to bring Italian vessel ton- 
nage into the scrap market, 

The government of Japan agreed to subsidize the scrapping 
of 400,000 gross tons of Japanese vessels but contravened the main 
objective-tonnage reduction by requiring 200,000 gross tons to 
be built in modernizing the Japanese commercial fleet. 

The Swedish Riksdag early in 1933 had under consideration 
a proposal for a subsidized ship scrapping program which em- 
bodied all the factors considered in other official plans. The 
United States government, through the Shipping Board, sold 
124 vessels of 714,000 gross tons for scrapping in 1932; in addi- 
tion to this the Shipping Board sold 384 vessels of 1,401,391 
gross tons for scrapping in the period July 1, 1925, to November 
30, 1931. 


TANKER POOLING SCHEME 


A pooling arrangement for tank ships embracing practically 
the entire fleets of the European maritime countries has just 
been placed in operation, according to a report to the Commerce 
Department from Commercial Attache Lynn W. Meekins, London. 

The fundamental features of the arrangement, Meekins 
points out, are the formation of the International Tanker Own- 
ers’ Association and the payment by its members of a per- 
centage of all freights received on and after May 4 into a fund 
for the compensation of owners of unemployed vessels. 

Special arrangements have been made by the organizers of 
the association to include oil and other companies operating 
their own tankers. When such companies charter on the 
market they will pay the regular pool contribution; otherwise 
their contribution will be on a special reduced basis. 

Payments to the laying-up fund will be on the same basis 
for both steam and Diesel vessels, but the benefits will apply 
to only 70 per cent of the tonnage of steamers as compared 
with 100 per cent of the tonnage of motor tankers. 

The maximum proportions of gross freight earnings to be 
paid into the fund within 14 days of receipt are 331/3 per cent 
under time charters of not less than nine months and under 
charters where the vessel’s owner defrays port charges, canal 
dues and fuel costs and 45 per cent on any other freights. 
Within those limits the council of the association may fix the 
percentage payable from time to time by any class of pool 
member. It is understood that the initial recommendations will 
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pe from 10 to 15 per cent. Payments to owners of laid-up ves- 
gels are not to exceed 4 shillings per gross ton per month. 

Advocates of the plan, according to Meekins, contend that 
it should result in an automatic increase in rates beneficia' 
to all members and that the advances should be not only in 
the gross freights, but in the net amounts received after the 
pool percentage has been deducted, because owners are not 
likely to accept rates less profitable than the laying-up allow- 
ance to which they are entitled. 


PORT NEWARK ARMY BASE CASE 


The Supreme Court of the United States on May 14, in No. 
903, United States ex rel. New York Warehouse, Wharf & Ter- 
minal Association, Inc., vs. Dern, Secretary of War, denied a 
writ of certiorari, under which if granted, it would have reviewed 
the case brought by the warehousemen of New York in District 
of Columbia courts in an effort to compel Secretary Dern to 
cancel a contract between the War Department and the Mercur 
Corporation. Under that contract the Mercur Corporation, since 
1926, has been operating the government-owned Port Newark 
Army Supply Base. The New York warehousemen contended 
that the Mercur Corporation, capitalized at $10,000, was a nomi- 
nal arrangement whereby the government was really the operator 
in competition with private business, without authority of law. 

The trial and appellate courts of the District of Columbia 
held against the warehousemen and the Supreme Court, by 
denying the writ, refused to review the case. 

In the petition for review the warehousemen asserted that 
the lease from the government of the Mercur Corporation was 
an operating agreement by which the government itself invaded 
private business. They asserted that under it the government 
terminal was brought into competition with $100,000,000 of in- 
vestment made by them on which they paid $2,561,744 of state 
and federal taxes in 1931. The members of the association 
named in the papers as complaining were the Bush Terminal 
Co., New York Dock Co., Beard’s Erie Basin, Inc., American Dock 
Co. and Pouch Terminal, Inc. 








IMPROVEMENT OF WATERWAYS 
An allotment of $101,000 for dredging in the Pawtucket 
(Seekonk) River, R. I., has been approved by the Secretary of 
War. An allotment of $1,000 has been approved for dredging 
Manatee Creek, Fla. 


PANAMA CANAL TOLL BILL 
Objection by Chairman Bland, of the House committee on 
merchant marine, radio and fisheries, prevented consideration 
in the House, May 14, of the Lea bill, H. R. 7667, to provide 
for the measurement of vessels using the Panama Canal, (See 
Traffic World, May 5, p. 888.) 





BARGE LINE GRAIN RATES 


On urgent representations of lower Mississippi Valley in- 
terests, including public officials, the Commission has assigned 
fourth section application No. 15563, of the Illinois Central and 
Yazoo and Mississippi Valley, for permission to make rates on 
grain between points along the Mississippi to enable them to 
meet barge line competition, for hearing at Jackson, Miss., at 
the Robert E. Lee Hotel, June 7, before Examiner J. Edgar 
Smith. This hearing is to be in addition to the one June 1, at 
the Hotel Sherman, Chicago, by Examiner J. O. Cassidy. 


AUTOS ON GREAT LAKES 


At the request of the Western Transit Company, common 
carrier of automobiles on the Great Lakes, the proceeding in 
Shipping Board Bureau Docket No. 109, Association of Regulated 
Lake Lines Agreement, has been discontinued. The Western 
Transit Co. in this proceeding has asked that an agreement of 
lake carriers as to charges for carrying automobiles be disap- 
proved. (See Traffic World, Aug. 26, 1933, p. 348.) 


LIGHTED AIRWAY PROJECTS 


A new federally-lighted airway project has been finished, 
another is nearing completion, and bids for construction of a 
third have been advertised, according to Rex Martin, assistant 
director of aeronautics in charge of air navigation of the Com- 
merce Department. These projects are financed by PWA funds. 

Orders to turn on beacon lights on the new airway between 
Louisville and Indianapolis, and on the project between Omaha, 
Neb., and Davenport, Ia., have been issued by Mr. Martin. He 
also has called for bids for construction of a new lighted airway 
between Galveston and Waco, Tex. 

A straight-line airway is being established between Omaha 
and Chicago by the relocation of lights and intermediate land- 
ing fields. The section between Omaha and Davenport has been 
finished with the exception of intermediate landing fields at 
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Atlantic, Stuart and Montezuma, Ia. When the entire project 
is completed, the airway will follow a straight line east from 
Omaha connecting with the Kansas City-Chicago airway a few 
miles southwest of Chicago. This will make the lights conform 
to the radio range beacon course and will provide a shorter 
route between Omaha, Des Moines and Chicago. 





AIR OPERATING RESULTS 


That operations over the twenty-six air mail routes in 
December, 1933, resulted in a deficit in net operating income of 
$595,127.46, is shown by a statement prepared by Harllee Branch, 
Second Assistant Postmaster General, and submitted to the Sen- 
ate by Senator Austin, of Vermont. In that month, which was 
before the old air mail contracts were annulled, Senator Austin 
pointed out, the rates for carrying the mails by air which were 
attacked by the Post Office Department as excessive, were in 
effect. The statement follows: 


Financial and operating statistics for 26 air mail routes for Decem- 
ber, 1933; compiled from monthly reports of air mail carriers: 


a Ce NS 6545 60008 0 ¥.540006849000068048 00 Kk a8 25,248 
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Operating expenses 
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AM GtROP Temes CGODEE DRIMMOS) co occccccccccccccccccvcceccs 63,641.39 
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Average haul per pound dispatched (miles)........... 686 
Express: 

ee es Ce ica vncdsanser winaweatees ees 151,674 

Average revenue per pound dispatched (cents)......... 28.892 
General: 

Total hours flown (including ferry, test, etc.)........... 27,357 

Fuel used, gallons (including ferry, test, etc.)......... 1,477,906 

TOCRL POVOUUB—TNMSS BOW... v0 siccccccciccescccsseseccees 3,065,430 








*Indicates deficit. 
AIR MAIL SERVICE 

The Trafic World Washington Bureau 

At 12:01 a. m., May 13, air mail service was resumed on 
the second transcontinental route on which the Post Office De- 
partment awarded an air mail contract, with T. W. A., Inc., 
as the contractor. This route extends from Newark, N. J., to 
Los Angeles, Calif., via Camden, N. J., Harrisburg and Pitts- 
burgh, Pa., Columbus, Ohio, Indianapolis and Terre Haute, Ind., 


St. Louis and Kansas City, Mo., Wichita, Kan., Amarillo, Tex., 
Albuquerque, New Mexico and Winslow, Ariz. 


The Post Office Department corrected a previous notice to 
show that service was resumed on May 13 and not May 15 on 
the routes from Fort Worth to Los Angeles, Newark, N. J., to 
Chicago and Boston to Newark. 

The department announced that several of the air mail con- 
tractors had plans to employ the latest and most modern equip- 
ment on the respective routes on which they had been awarded 
contracts and added: 


The American Airlines, Inc., will resume carrying the air mail 
on its Fort Worth, Tex., to Los Angeles, Calif., route with a fleet of 
six new Curtis Condor convertible sleeper planes. This type plane 
consists of six upper and six lower berths for night travel, while in 
the daytime these berths may be folded into such position as to pro- 
vide seating capacity for twelve passengers. 
® Individual ventilation and head and foot lights for each berth 
are included on these new Curtis Condor convertibles in addition to 
a separate baggage rack for each berth. These new Condors are 
powered with two 700-hoursepower Wright cyclone motors and are 
capable of maintaining a cruising speed of 165 miles per hour. 

On its Newark, N. J.. to Boston, Mass., route, American Airlines, 
Inc., will use the latest type 15-passenger Curtis Condors, while the 
same line will have identical equipment on its Newark, N. J., to 
Chicago, IIll., route. 

The United Airlines, Inc., on its transcontinental route, and also 
its routes from Salt Lake City, Utah, to Seattle, Wash.; from Salt 
Lake City to San Diego, Calif., and from Seattle to San Diego, will 
use the latest type transport planes, the Boeing model 247’s, which 
will carry ten passengers in addition to the customary co-pilot and 
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stewardess. These planes have a cruising speed of 160 miles per 
hour. 

While the T. W. A., Inc., now employs tri-motored 12-passenger 
Fords on the transcontinental route on which it will resume carrying 
the air mail within the next few days, this line will have several of 
the new Douglas Transports, of the type which set a new transcon- 
tinental speed record recently, available for use early in June. 
These new Douglas Transports will carry fourteen passengers. 

Eastern Airlines, Inc., on its routes from Newark, N. J., to Miami, 
Fla.; from Chicago, II1., "to Jacksonville, Fla., and from Newark, N. 
J., to New Orleans, La., will employ the new 14-passenger Curtis 
Condors. Like T. W. A., Inc., Eastern Airlines, Inc., will also be 
—" with a fleet of the new Douglas Transports early next 
mont 

It is expected that the remaining air mail contractors will like- 
wise employ the very latest type transport planes on the routes on 
which they have been awarded air mail contracts, 


Air mail service by private lines has been resumed on the 
routes from Cheyenne to Pueblo, from Newark, N. J., to Miami, 
Fla., and from Washington to Detroit. 

Postmaster General Farley has announced that, under the 
revised air mail system, forty-six states will receive direct air 
mail service. In that connection he said: 


When the contracts were annulled the route mileage in operation 
was 25,248 miles. The new system will service 28,548 miles, an in- 
crease of 3,300 miles. The cost of air mail service for the fiscal years 
1932 and 1933 in round numbers was nearly twenty million dollars. 
The cost for the new service including the increased mileage of 3,300 
miles over that being served when the contracts were annulled is 
estimated to be not over $9,500,000. This indicates that the new sys- 
tem will cost the taxpayers from eight to ten million dollars less than 
was being paid two years ago. 

Washington will be served by the old routes from Newark to 
Miami, Newark to Atlanta and Washington to Detroit, and in addi- 
tion by two new routes which have not heretofore existed; a direct 
route to Chicago through Charleston, W. Va., Cincinnati, O., and 
Indianapolis, Ind.; and a direct route from Washington via Lynch- 
burg, Va., and Nashville and Memphis, Tenn., to Texas, the South- 
west and Mexico. With the establishment of the schedules contem- 
plated, all but two states in the Union will have either direct serv- 
ice into Washington or connecting routes leading directly into Wash- 
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language, contained in the act of Congress, gives the Commis. 
sion the jurisdiction under which the regulations are to be 
prescribed 

The proposed code provides that serious violations of these 
regulations (such as defective packing), and accidents, fires or 
explosions, or leaking or broken packages, etc., occurring in 
connection with the transportation or storage on Carrier’s prop. 
erty of explosives or other dangerous articles, “must be reported 
promptly by the carrier to the Bureau of Explosives, 30 Vesey 
Street, New York City.” Common carrier railroads report viola. 
tions and accidents to that bureau, and, if the Commission adopts 
the truck code, truck operators will have to report the facts to 
that bureau, which, for this purpose, is the agency of the Com. 
mission. 

As in the codes governing transportation by forms of trans. 
portation other than highway vehicles, this proposed code covers 
the marking of packages, specifications for containers, methods 
of making tests and the equipment trucks are to carry when 
they are transporting explosives or other dangerous articles, 

Rules governing the operation of trucks and other vehicles 
while hauling explosives are incorporated in the code, includ- 
ing prescriptions as to lights and the carrying of red fuses to 
be used in case of accident. Trucks, says one rule, must come 
to a full stop, when carrying explosives, before crossing a rail- 
road at grade and explosives may not be transported in any 
form of trailer. Another rule says no passenger or unauthor- 
ized person must be permitted to ride on motor trucks or other 
vehicles transporting explosives. Trucks and other vehicles are 
to avoid congested thoroughfares, places where crowds are 
assembled and street car tracks and must not be parked adjacent 
to a dwelling. Motor truck gasoline tanks are not to be filled 
while trucks are being used to transport dangerous or less dan- 
gerous explosives, explosives being so divided. The rules also 


provide for the care of horse drawn vehicles when used in, 


ington, and the nation’s capitol in turn will have air mail eee explosives and dangerous articles. 


connections to all but two states in the Union and these states have 
large cities which are in close proximity to air mail lines. 


The Post Office Department has awarded a contract for ¢car- 
rying the air mail from Chicago to Pembina, N. D., to the Han- 
ford Tri-State Airlines, Inc., of Sioux City, Ia., at 19.6 cents a 
mile, and a contract to Northwest Airlines, Inc., of St. Paul, 
Minn., at 33.75 cents a mile for the Fargo-Seattle route. 

Air mail service has been resumed on the Chicago-Dallas 
route by the Brainiff Airways, Inc., and from Newark to New 
Orleans, by the Eastern Air — Inc. 





TRUCK EXPLOSIVE REGULA" IONS 


The hearing to be conducted by Director Bartel of the Com- 
mission’s Bureau of Service in Washington June 6, (see Traffic 
World, May 12), on the code proposed by the Bureau of Ex- 
plosives of the American Railway Association for the regulation 
of transportation, by trucks or other vehicles, of explosives and 
other dangerous articles, is expected to develop the viewpoint of 
truck operators with respect to that matter more than it has 
been possible to do so heretofore. The proposed code is to 
be considered as part of No. 3666, the case in which the Com- 
mission prescribes regulations to govern the transportation of 
explosives and other dangerous articles. That case, in so far 
as the truck code is concerned, is entitled “No. 3666, in the 
matter of regulations for the transportation of explosives and 
other dangerous articles by trucks or other vehicles.” 

Off and on since 1927 the Commission’s Bureau of Service 
has moved in the direction of prescribing regulations to govern 
transportation by trucks. Suggestions on that head were made 
in the first instance by manufacturers of explosives desiring to 
use trucks for the transportation of explosives. Necessity for 
a revision of the regulations for transportation by rail and by 
water has caused the truck part of the matter to be delayed 
from time to time. 

Jurisdiction on the part of the Commission to prescribe 
regulations to be observed in transportation by trucks was con- 
ferred by the act of Congress approved March 4, 1921. The 
Commission availed itself of the services of the Bureau of 
Explosives as authorized by the law in this matter. The code 
on which Director Bartel is to hold the hearing is the product 
of that railroad body. The Commission, in asking that bureau 
to prepare proposals, reserves the right to make entirely dif- 
ferent requirements or to revise any part of all the regulations 
proposed by the railroad body. 

The regulations proposed by the Bureau of Explosives, 
which sets forth the duty of both truck operators and shippers 
to make such transportation as safe as possible, follow as nearly 
as.possible the regulations pertaining to transportation of ex- 
plosives and other dangerous articles by railroad. They are to 
be binding, in the language of the Commission announcing the 
holding of the hearing, “upon all common carriers engaged in 
interstate or foreign commerce, by land, and upon shippers mak- 
ing such shipments of such articles via such carriers.” That 


‘\. -'PRUCK COMPETITION RELIEK— 


“The only cure.for this situation is uniform regulation. No 
trucking code can solve it.” So said C. G. Anthony, president 
of Pacific Freight Lines, Los Angeles, Calif., in a letter ad- 
dressed to Ted V. Rodgers, president of the American Trucking 
Associations, Inc., in answer to a letter from Mr. Rodgers con- 
cerning the move of official territory lines for relief from the 
aggregate of intermediates part of the fourth section and the 
Mohundro-Pitt proposed report recommending relief provided 
that no relief rate made to meet truck competition be permitted 
to be less than 60 per cent of the rate without relief. (See 
Traffic World, May 12, p. 935.) 

The conclusion that uniform regulation was necessary was 
made after Mr. Anthony had reviewed, as he said, three years 


of fighting with the railroads over rates within California, which 


the railroads claimed they had been forced to make on account of 
truck competition. 

“An analysis of the less-than-carload rate structure in this 
State,” said Mr. Anthony, ‘would lead one to believe that the 
rates could only have been established by some lunatic in a 
padded cell of an insane asylum. All of the railroad L. C. L. 
rates in this state are far below maximum reasonable rates, 


and many of the rates do not return an increment above out-of- 


pocket cost.” 
Speaking of a Santa Fe railroad rate of 12.5 cents between 
Los Angeles and San Bernardino, Mr. Anthony said that the 


absorptions equalled the entire overall rate, leaving nothing to 


the railroad for two terminal handlings, billing, claims, and 
line-haul. 

“These rates are published not to meet truck competition, 
but to stifle competition,” said Mr. Anthony. “There are thou- 
sands of such rates in California ... The (California) Railroad 
Commission has made it plain in numerous decisions that they 
are going to permit the railroads to publish rates as dictated 
by their managerial discretion as long as the Commission has 


no jurisdiction over the charges of the contract truck operator. 


In other words, the Commission is adhering strictly to the prin- 


ciple that minimum rates for railroads will not be established 
until such time as they can establish minimum rates for trucks.” 


In exceptions to the Mohundro-Pitt report, the New York 
State Motor Truck Association, Inc., by Theodore .D. Pratt, 


managing director, contends that the Commission has no power 
to grant relief from the aggregate of intermediates part of 
the fourth section; that even though the Commission has author- 
ity to adopt the recommendation to grant relief when to meet 


motor competition and deny it when to meet water competi- 


tion, to do so would be a violation of section 3 in granting 
relief against one form of competition and deny it as to another 


form; and that the proposals made in the report were impos- 
sible of execution on account of the fact that the main rail ar- 


teries in official territory parallel navigable waterways and were 
paralleled on both sides by improved highways. 
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TRUCKING CODE ACTION 


The Trafic World Washington Bureau 


National Recovery Administrator Johnson has issued a for- 
mal order approving the assessment of three dollars on each 
“for hire” truck to meet the cost of administering the trucking 
code. The assessment of the proposed fee of ninety cents on 
private trucks has been stayed until further order. (See Traffic 
World, May 5, p. 895.) 

The budget of the National Code Authority for the Trucking 
Industry was approved by Administrator Johnson in connection 
with the issuance of the order permitting the $3 assessment on 
“for-hire” trucks. Ted V. Rodgers, president of American Truck- 
ing Associations, Inc., said the order permitted the industry to 
proceed immediately with the registration of “for-hire” trucks. 

Divisions Administrator Sol. A. Rosenblatt, in his report to 
General Johnson recommending the latter’s approval, emphasized 
that ‘no substantial protests were entered against the $3 assess- 
ment per vehicle for ‘for hire’ members of the industry.” 


“As a result of the protest entered at the public hearing 
against the 90-cent fee for registration and reporting of ‘not 
for hire’ vehicles,’ continued the report, “it was decided that 
good cause had been shown why the National Code Authority 
for the Trucking Industry should not proceed immediately to the 
collection of the 90-cent fee for registration and reporting of 
‘not for hire’ vehicles and that final determination of this mat- 
ter should be stayed pending the outcome of conferences with 
the code authorities of the affected industries.” 

Continuing, the NRA said: 


The budget submitted by the trucking code authority and based 
only on the collection of the $3 fee per “for hire’? vehicles contem- 
plates an aggregate revenue, from an estimated 425,000 vehicles, of 
$1,275,000 as against an estimated requirement of $1,714,158 to finance 
the operations of the National Code Authority 12 regional and 50 state 
code authorities. The 425,000 vehicles are operated by approximately 
250,000 firms and individuals. 


The indicated deficit between estimated revenue and expenditures 
can be met, it is hoped, by the Code Authority, by various economies 
and by obtaining a large volume of voluntary labor in code admin- 
istration, particularly by state code authorities, and by the use of 
the services wherever possible, of existing governmental agencies. 

Division Administrator Sol. A. Rosenblatt pointed out that ap- 
proximately 96.5 per cent of the budget will be absorbed by ‘‘manda- 
tory functions’ under the code and the remaining 3.5 per cent is 
set up to provide for ‘‘unpredictable studies, services, and other 
types of activities that may be required by the National Recovery 
Administration and other governmental agencies in the ordinary ad- 
ministration of the code.” 


As approved by the Administrator, the budget proposes expendi- 
tures of $134,400 for administrative and clerical employes by the Na- 
tional Code Authority $346,118.50 for similar services by the 50 state 
code authorities, and $186,000 for expenses of the 12 regional code 
authorities. Members of the National Code Authority are to receive 
a per diem of $20 for each day actually worked and members of the 
regional and state authorities will receive per diem of $8 and $6, re- 
spectively, while’ engaged in official duties. 


The budget outlines the National Code Authority organiza- 
tion and the salaries to be paid as follows: 
Detail of Proposed Positions and Salaries Payable Headquarters Staff 


National Code Authority for the Trucking Industry 


Administrative Department 
By I EI a. 55's) 6 9 aa sra-6-tcsie ede eh enw Gace $10,000 

















ree 7,500 
eT a ee eee eee 2,500 
I, WR” I i ooo sins wna o Sa siedws sas 2,600 
EO ree 3,150 
. © ge St ee eee 1,050 
$ 26,800 
Mailing and Filing Department 
1 Manager eck bah ka aeck eeu ae $ 2,750 
3 Typists a ee re ee eee ean sn 3,150 
1 Office Boy ee eee eT en 850 
6,750 
Industrial Relations Section , 
1 Manager EE Re ee eee $ 5,000 
1 Assistant SRR errr ar 2,400 
E POE GDB io ionic sc icccccvicsvesocecced 1,350 
eS ee ae eee 1,050 
9,800 
Rates, Tariffs and Trade: Practices Section 
1 Manager EG coded asst caees anced $ 7,000 
1 Assistant Se IN cn acarie.5 aap mane oar ae aie a ake 4,800 
1 Assistant Pe ee hs aristorg sears 5-44 ag aa ole Blaere 3,000 
1 Assistant DR ERROR ee ae ree 2,400 
S Btememrewers DB 1,906... cccccccccccccccescces 2,600 
4 Stenographers @ 1,050...........ccccccccccccccce 4,200 
ae : ; 24,000 
Statistical and Analysis Section 
1 Manager @ 
1 Assistant a 
1 Assistant @ 
1 Assistant @ 
2 Stenographers @ 
4 Stenographers @ 
Accounting Section nt 
1 Manager I ii 05) dr dat ethno tnt sepa Sekeel $ 5,000 
1 Assistant PERG ive tide dewsdvadscsiwownan 3,000 
1 Bookkeeper a. Se errr es 2,400 
el Ree ore 2,600 





13,000 
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Educational Department 











Manager CSA ob ovs Wee wetbtewnd tated 6,000 
1 Assistant Oe RE Eacdees shen eheeneds oe bbeed 2,200 
NP Ak es + 66000 ences cdsvecseese 2,600 
10,800 
Compliance Section 
1 Manager i ina e ak bee basadeeeeew $ 5,200 
1 Assistant g dition es aban ahe bai ge melee aie 2,400 
1 Stenographer Dnt 40tba0s040 ec08eerenssouss 1,300 
5 Se Te BPRS we he rwecsccccvcsssesecdes 1,050 
9,950 
Field Staff 
3 Field Men PE tGpetichieienént eles waewn $10,500 
1 Stenographer Ti cawtbinesebse dees wewetas 1,000 
11,500 
TS sc cnedendhsdesira ident ebereeeddecnee tees $134,400 


Total Number of Proposed Employes, 55. 

Expenditures for salaries of employes of state code authorities are 
based on a model state budget and total allotments for the various 
types of employes of the 50 state authorities are included in the budget 


as follows: 

Position Amount for 50 State Code Authorities 
CE 5.6:559:4.0:0:6046-05 444066 £0t8040 DROW EN ESN SSOC OSE 102,000.00 
ee ints oe anes nee eed hse Gewese sel 56,652.00 
CN £6 6466 R6 65306666 e Saeed eer hedets es bane sebewn 51,552.50 
EE et ited kkk weed ne the aie hen ne Obeeke Cinaaeeee 56,652.00 
SEY TD ic 65.00 0:0.0.5'0 60600000 0000460400 0000000 79,262.00 

$346,118.50 


The funds set aside in the budget for regional authorities created 
for the purpose of administering the interstate operations of the code, 
will be as follows: based on twelve regions, with approximately sixty 
members of regional code authorities and inter-regional committees: 
Living allowance for 60 members, 100 days each @ $8 per day.$ 48,000 
Travel expense, 60 men at an average of $75 monthly each... 54,000 
Hearings—Expense for notice; hire of quarters for hearings; 


recording, etc., @ $8,000 per TEGION ...ccccccccccccccccceces 36,000 
Expense of filing rates 
Also additional administrative expense over and above serv- 
ices supplied by state code authorities staffs at $4,000 
RE 6. 6.5:0 0:8. 0.00'6465 0.0009 00000:5000065605040800085004 48,000 
po rer yy rer rr Tr rr $186,000 


The National Recovery Administration will conduct a hear- 
ing on a petition for exemption from the wage and hour pro- 
visions of the code of fair competition for the trucking industry, 
filed by John F. Collins, receiver for the Southern Michigan 
Transportation Company of Jackson, Mich., at 10 a. m., May 
25, in room 2062, Department of Commerce Building. 


IMPROVEMENT OF HIGHWAYS 


The House has passed a bill, H. R. 8781, authorizing an 
appropriation of $400,000,000 for improvement of highways to 
relieve unemployment, and in addition for authorizations of 
$50,000,000 for roads and highways in parks and forests and 
of $10,000,000 for emergency work in connection with restora- 
ion of roads damaged by earthquakes, floods, etc. 

The appropriations authorized by the bill would be met by 
allotments from the additional “recovery” fund of $1,322,000,000 
asked of this Congress by President Roosevelt. 

Under the present emergency fund there was $400,000,000 
allotted by the PWA for highways. Under that program, as of 
May 5, 7,573 projects, estimated to cost $373,104,000, were ad- 
vertised for contract, begun or completed. 

Thomas H. MacDonald, chief of the Bureau of Public Roads 
of the Department of Agriculture, in testimony before the appro- 
priations committee of the House some time ago expressed 
himself in favor of another allotment of around $400,000,000 
for highways. 

President Roosevelt does not plan to allocate $400,000,000 
for improvement of highways. He has “tagged” for highways 
$100,000,000 of the fund of $1,322,000,000 asked of Congress. 


REDUCED PASSENGER FARES 


The Commission has been advised that the southern rail- 
roads have decided to continue passenger fares on the basis 
now in effect until the end of the year. The Commission, hav- 
ing written its permissions in such a way that the southern 
railroads could put their fares on a 2-cents a mile or 1.5 cents 
a mile basis, just as they elected, it will not be necessary for 
it to do anything further in view of the action taken by the 
southern carriers. The latter discussed the subject in a meet- 
ing in Atlanta. 

Had the other lines been able to persuade the Southern 
Railway to try the 2-cents a mile basis all would have gone 
upon that level on June 1. However, it declined to change its 
views. On account of the competitive situation the other south- 
ern lines had to come to the 1.5 cent basis as they had done 
when the Southern originally abandoned the 2 cents a mile ex- 
periment and took up the 1.5 cents a mile basis. 

A few of the southern carriers have their fares on the 2 
cents a mile basis. They, however, are relatively short lines 
and are able, as they think, to maintain the higher basis with- 
out material loss of revenue. 

Some of the southern lines, in their applications, asked for 
relief from the fourth and sixth sections for only four months 
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on account of the idea that by that time there could be a nation- 
wide passenger fare basis agreement. However, because the 
Southern asked for and obtained permission to continue the 
experiment for six months from June 1 the other southern lines, 
when they decided that competition required meeting the South- 
ern’s standard, they also decided to continue the experiment 
for six months. In other words they decided to do exactly as 
the Southern had decided to do. 

All the lines in the country are under the necessity of lining 
up their joint through rates in accordance with the aggregate of 
intermediates part of the fourth section, the Commission having 
denied further relief from that part of the law effective as of 
June 1. New tariffs will have to be filed without delay on that 
account, 


MEETING OF TRUCKERS 


The National Team and Motor Truck Owners’ Association, 
Inc., principally composed of local truckers and cartage men, 
will hold its thirty-second annual meeting at Cedar Point, O., 
July 15,16 and 17. “In view of the fact that considerable uncer- 
tainty exists as to the operation of the trucking code, as it 
affects intrastate operations, there should be considerable inter- 
est in the business sessions of the convention,” says an announce- 
ment by E. Foster Morton, president of the association. Mem- 
bership in the association is not required of those who wish to 
attend, he says. Need of a strong national association of local 
haulers is stressed and it is pointed out that the organization 
is not “antagonistic” to the American Trucking Associations, 
Inc. Ted V. Rogers, president of the latter organization, is 
expected to attend the sessions, as well as Fred Nelson, Jr., of 
the national code authority, and other officers of the organization, 





Digest of New Complaints 





No. 26484. Continental Can Co., Inc., New York, N. Y., vs.'Erie et al. 
Rates and charges in violation sections 1, 2 and 3, tin cans, 
Jersey City, N. J., to points in state of New York as compared 
with charges from Croxton, N. J., and Baltimore, Md. Asks rates 
and reparation. (Edward DePass, practitioner, 59 E. Van Buren 
St., Chicago, Ill.) 
No. 26485. Manassa Timber Co., St. Louis, Mo., vs. M. K. T. et al. 
Rates and charges in violation sections 1 and 3, wooden piling, 
points in Ark., to Culdesac, Mo., as compared with rates from 
Blytheville, Ark., and other points in Ark. and Mo. Ask rates 
and reparation. (A. J. Leber, practitioner, 762 Boatmens Bank 
Building, St. Louis, Mo.) 
No. 26486. Atlas Powder Co., Wilmington, Del., vs. A. T. & S. F. et al. 
Rates and charges in violation sections 1 and 6, crude sulphur, 
New Gulf Junction, Tex., to Atlas, Mo., and ground sulphur, 
Atlas, Mo., to Senter, Mich. Asks reparation. C. H. Gold, T M. 
Wilmington, Del.) ‘ ‘ 
No. 26487, Bakelite Corporation, New York, N. Y., vs. N. ¥. C. R.R 
and Reading Co. a 
Charges, two carloads methanol and one carload denatured alco- 
hol, Chicago, Ill., to South Bound Brook, N. J., in 1932, in violation 
of section 1. Reparation of $87.44 requested. (Thomas J. Major 
T. M., 24% Park Avenue, New York, N. Y.) ; 
No. 26488. East Tennessee Border Traffic Association, Johnson City 
Tenn., vs. A. C. & Y. et al. , 
Rates and charges in violation sections 1 and 8, property, to 
and from points in northeastern Tenn. (Johnson City, Kingsport, 
Elizabethton, Bemberg, Piney Flats, Bluff City and Watauga, 
but excluding Bristol, Tenn.), for rail origin or delivery, on the 
one hand, to and from points in New England states, New York, 
N. J., Del., Md., Bristol, Va.-Tenn., Va. (on and north of the 
line of defendant N. & W.), D. C., Pa., W. Va., O., Ind., Mich., 
Ill., the southern portion of Wis., and upper Miss. River cross- 
ings in Ia. Shippers and receivers in New England states and 
other described territory above following the words “New Eng- 
land _ states,’”’ preferred. Ask rates. (M. P. Bauman, 143 Liberty 
St., New York, N. Y.) , 


No. — J. B. Hill Grain Co., Los Angeles, Calif., vs. A. T. & S. F. 
et al. 

Rates and charges in violation sections 1, 2, 3 and 6, grain (corn) 
St. Joseph, Mo., to Los Angeles, Calif., reconsigned to San Diego, 
Calif. Shippers and receivers of grain originating in Ia. and Mo. 
on shipments accorded transit at St. Joseph, and of grain origi- 
nating in Ia., Mo., Kan., Neb., shipped to Galif. destinations 
without transit at St. Joseph and other Mo. River points served 
by Rock Island, preferred. Asks cease and desist order, joint 
through rates on grain accorded transit on Rock Island from ori- 
gins in Kan., Neb., Mo. and Colo. to destinations on all lines in 
Calif., which rates shall not exceed the rates published in Agent 
Toll’s westbound tariff applicable from origin to destination via 
any route. (Emuel J. Forman, practitioner, 907 East Third St., 
Los Angeles, Calif.) 


No. _— Thomasville Iron Works, Thomasville, Ga., vs. A. C. L. 
et al. 

Unreasonable rate, cast iron light post without fittings or fix- 
tures, Thomasville, Ga., to Washington, D. C. Asks reparation. 
(J. M. Belvin, practitioner, Moultrie, Ga.) 

No. _— The Nuckolis Packing Co., Pueblo, Colo., vs. C. B. & Q. 
et al. 

Unreasonable rates and charges, live hogs, points in Colo., Neb. 
and Wyo. to Pueblo, Colo. Asks rates and reparation. (A. J. 
Tait, T. M., Pueblo, Colo.) 

No. 26492. Frank Lewis & Sons, Inc., Bainbridge, N. Y., vs. D. & H. 
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Unreasonable rates, common sand, Lanesboro, Pa., to Afton, 
N. Y. Asks rates and reparations. (Edward K. Minear, practi- 
tioner Suite 312, 108 Mass. Ave., Boston, Mass.) 

No. _— The Domhoff & Joyce Co., Cincinnati, O., vs. C. C. & 0, 
et al. 

Rates and charges in violation sections 1, 4 and 6, scrap iron, 
Waynesville, N. C., to Portsmouth and New Boston, O. Asks 
rates and reparation. (R. A. Ellison and A. G. Linneman, traffic 
managers, 306 Neave Bldg., Cincinnati, O.) i‘ 

No. 26494. Northwestern Marble Corporation, Minneapolis, Minn., ys. 
C..@ BM. 5. ot a1. 

Rates and charges in vidlation sections 1, 4 and 6, marble, pol- 
ished or sand finished, Knoxville, Tenn., to Rockford, Ill. Asks 
rates and reparation. (W. W. Getchell, secy., 27th Ave. and 27th 
St., South Minneapolis, Minn.) 

No. 26495. City of Greensboro, N. C., et al. vs. A, & Y. et al. 

Unreasonable rates, bituminous coal, points in Ky., Va. and W, 
Va. to Greensboro and Turnersville, N. C. Ask cease and desist 
order, rates and reparation. (Benj. J. Brooks, atty., Mills Bldg., 
Washington, D. C.) : 

No. 26496. Maine & New Hampshire Granite Corporation, North Jay, 
Me., vs. B. & M. et al. ’ . 

Inapplicable rate, hammered building granite, North Jay, Me., 
to Philadelphia, Pa. Asks cease and desist order and reparation, 
(Benj. J. Brooks, atty., Mills Bldg., Washington, D. C.) 

No. 26497. Gossett Oil Co., Griffin, Ga., vs. C. of G. etal. 

Charges in violation first three sections, lubricating oil, Corpo- 
lis and Freedom, Pa., to Griffin, Ga., as compared with rates from 
Grays Ferry, Chester, Freemansburg and Camden, N. J., to Athens, 
Atlanta, Griffin and Macon, Ga. Asks reparation (Alex S. Gossett, 
sec’y and treas., Griffin, Ga.) 

No. 26498. Chicago Pottery Co., Chicago, Ill., vs. C. C. & O. et al. 

Unreasonable charges, feldspar, points in N. C. to Chicago, Il. 
Ask cease and desist order, rates and reparation. (J. W. Good- 
man and L. V. Brandt, attys., 1018 S. Wabash Ave., Chicago, Il.) 

No. 26499. Ingersoll Steel & Disc Co., New Castle, Ind., vs. Pennsyl- 
vania. 

Unreasonable charges, scrap iron, New York, N. Y., to New Cas- 
tle, Ind. (import traffic). Asks rates and reparation. (T. P. Scan- 
lon, practitioner, 1608 Milwaukee Ave., Chicago, IIl.) ; 

No. 26500. Baker Produce Corporation, Norfolk, Va., vs. Pennsylvania 
et al. 

Rates in violation sections 1, 4 and 6, fresh vegetables, Berkley 
and Norfolk, Va., to Philadelphia and New York City and other 
points taking same rate basis. Asks rates and reparation. (Jo- 
seph H. Baker, president, Norfolk, Va.) 

No. 26501. Columbus Brick & Tile Co., Jacksonville, Fla., vs. A. C. L, 
et al. 

Charges in violation sections 1 and 3, farm drain tile, Columbus, 
Ga., to Sanford, Fla., as compared with rates from Chattanooga, 
Tenn., and Columbia, S. C. Asks reparation. (G. L. Moore, t. m., 
Jacksonville, Fla.) : 

No. 26502. Wilson & Co., Inc., of California, Los Angeles, Calif., vs. 
TT. & P. et al. ; 

Unreasonable rates and charges, calves, Tex., N. M. and Ariz., 
to Los Angeles, Calif. Ask reparation. (B. Elwin Bishop, traffic 
counsel, 4549 Produce Plaza, Central Manufacturing District, Los 
Angeles, Calif.) 

No. 26503. Darling & Co., Chicago, Ill., vs. C. I. & L. et al. : 

Rates in violation sections 1 and 3, inedible meat refuse, points 
in Ind. and Mich. to Chicago, Ill., as compared with rates from 
points in Ill. to Chicago. Asks rates and reparation. (John H. 
Cc. Kirk, t. m., 4101 S. Ashland Ave., Chicago, Ill.) Ri ; 

No. 26504. Kanotex Refining Co., Arkansas City, Kan., vs. A. T. & 5S. 
F 


Rate, residum oil, Cushing, Okla., to Arkansas City, Kan., in 
violation of section 1. Asks reparation. (J. F. Lawrence, Atty., 
401 Beacon Life Bldg., Tulsa, Okla.) 


No. 26505. William J. McGarity, trading as Penn Paper & Stock Co., 
Philadelphia, Pa., vs. B. & O. et al. 5 t . 
Rates, scrap or waste paper, between points in Pa., Me., N. J., 
N. Y., O., and Mass., in violation of section 1. Asks reparation, 
on shipments since December 3, 1931. (T. P. Scanlon, practitioner, 
1608 Milwaukee Ave., Chicago, Ill.) 
No. 26506. The Borden Sales Co., Inc., New York, N. Y., vs. C. of G. 
et al. 
Rate, evaporated milk, Dixon, Ill., to Atlanta, Ga., in violation 
sections 1 and 3, the undue preference alleged being for shippers 
at Chicago, Peoria, Bloomington, Freeport, Rockford and Amboy, 
Ill. Asks reparation. (C. S. Decker, practitioner, 350 Madison Ave., 
New York, N. Y.) 


No. 26507. I. O. Florence, Thompson, Ia., vs. C. B. & Q. et al. 

Rates in violation sections 1 and 6, dragline, Ft. Dodge, Ia., to 
Nelson, Wis., and from Minneapolis, Minn., to Sabula, Ia. Asks 
cease and desist order and reparation. (A. S. C. Morgan, T. M., 
108 West 35th St., Minneapolis, Minn.) . 

No. 26508. Joseph L. Crouch, Colma, Calif., vs. Nevada Northern et al. 

Unreasonable rate, feeder cattle, East Ely, Nev., to Dixon, 
Calif, Asks waiver of collection of undercharges. (John Curry, 
Atty., 595 Mission St., San Francisco, Calif.) 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces al 
open competitive examination for freight rate clerk. Applica 
tions for the position must be on file with the U. S. Civil Service 
Commission at Washington, D. C., not later than June 4. The 
entrance salary is $2,300 a year, subject to a deduction of not 
to exceed 10 per cent until June 30, 1934, and of not to exceed 
5 per cent the fiscal year ending June 30, 1935, and also to a 
deduction of 3% per cent toward a retirement annuity. Appli- 
cants must have had within the ten years immediately preced- 
ing the closing date for receipt of applications at least five years 
of experience in positions in which the duties performed re 
quired them to become thoroughly conversant with the various 
railroad freight classifications, freight tariffs, circulars, rules of 
the Commission, etc., at least two years of which must have 
involved the distribution of earnings between carriers on through 
traffic. 


May 
a 


N 
na’ 


his op 
transp 


desire 
T 


legal | 
situat 
more 
this c 
N 


from 


Nort 


as a 
be ‘ 
ciple 
i. 7 


that 


cipl 
ques 
you 


rout 
part 
122 


has 
VS. | 
vs. 


in I 
tion 
reac 


weig 
cars 


is a 
(b) 
ove 
of t 


rate 


upo 
me! 
wit 


pro 


tak, 
the 
are 


ladi 





ton, 
Cti- 


ron, 
Sks 
iffic 


0l~ 


7th 


sist 


ay, 


le., 
on, 


po- 
om 
ns, 
tt, 


Ill. 


May 19, 1934 





Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 

e will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to hel in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation teo complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is th t proper for 
this column, the department will answer it by letter for a eonadiaiile bom. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Tariff Interpretation—Application of Transit Tariff at “Directly 
Intermediate Points Via Which Lowest Rate Origin to 
Ultimate Destination Applies” 


Pennsylvania.—Question: In your answer to Kansas, on 
page 657 of the April 7, 1934, Traffic World, under the above 
caption, you refer to the Delmar decision of the Supreme Court, 
whereas this case is not in point. 

The shipper failed to mention the fact that W. T. L. Tariff 
231, I. C. C. No. A-2203, contains a declarative statement, in 
compliance with Rule 4 (kK) of Interstate Commerce Commission 
Tariff Circular 20, reading: 


The rates wherein apply via all routes made by the use of the 
lines of any of the carriers parties to this tariff, except as otherwise 
specifically provided on pages 9 and 10. 


In the Delmar case the court was dealing with a local Great 
Northern Tariff which made no statement as to routing, and this 
point was open to construction. When the language is clear, 
as above, there is no need for construction. There would not 
be “two constructions” possible in this instance and the prin- 
ciple of law used by the Supreme Court would not govern W. T. 
L. Tariff No. 231, I. C. C. No. A-2203. 

Kindly review your answer and I believe you will now agree 
that the rate is applicable over the route in question. 

Answer: You are correct in your statement that the prin- 
ciple of the Delmar case is not applicable to the facts in the 
question to which you refer, in view of the routing provision 
you quote, which is carried in the line haul tariff. 

The Commission has held that where tariffs are silent as to 
routing, the rates apply over all reasonable available routes of 
participating carriers. See Kentucky Lumber Co. vs. L. & N., 
e | C. C. 119; R. T. Frazier Saddlery Co. vs. Mo. Pac., 96 
. C. ©. Ee 

However, where the routes are circuitious, the Commission 
has held that the rates are not applicable. See Casterline, Inc., 
vs. Erie Railroad Co., 136 I. C. C. 680, and Griesel Brothers, Inc., 
vs. C. G. W., 140 I. C. C. 525. 


Tariff Interpretation—Application of Classification Rules to 
Classification Exception Ratings 


; Oklahoma.—Question: Please advise whether the provision 
in Item 4520, Trunk Line Tariff Bureau Tariff No. 90-A, Excep- 
tions to Official Classification, W. S. Curlett’s I. C. C. A-420, 
reading: 

Household Goods * * * In wooden or metal containers, minimum 


weight, container and contents, 2,000 pounds each, loaded in box 
cars only, L. C. L. 


is an “otherwise provided” provision contemplated in paragraph 
(b) of Item 20, of Curlett’s I. C. C. A-420, which takes precedence 
over and makes inapplicable that part of Rule 29, Section 3 (a), 
of the Official Classification, reading: 


Subject to a minimum charge of 4,000 pounds, at the first-class 
rate for the entire shipment, 


upon a wooden container of household goods exceeding the di- 
mensions specified in this rule, loaded in a box car, moving 
within the territory in which this exception is applicable. 

, — Item No. 20 of Agent Curlett’s Tariff I. C. C. A-420, 
rovides: 


(a) The ratings, rulings and weights herein provided for will 
take precedence over the ratings, rulings and weights provided in 
the Official Classification on the same articles. 

(b) The exceptions named herein, unless otherwise provided, 
co Subject to the rules, conditions and other requirements of the 
ey sy Classification and to the conditions of the uniform bill of 


That it was not intended that the rating in Item 4530 on 
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household goods be subjected to the provisions of Section 3 (a), 
of Rule 29 of the Official Classification seems to be apparent, 
as the ratings in this item were published to meet truck com- 
petition. However, there is nothing in the item which specifically 
provides that the provisions of Rule 29, above referred to, do 
not govern the ratings published in Item 4520. The non-applica- 
tion of Rule 29 in connection with Item 4520 might well have 
been provided for by a provision similar to that in Items 2750, 
2760 and 3100, which items provide that Rule 24 of Official 
Classification will not apply. 

However, as to Items 2410, 2420, and 2450, for example, 
provision is made that the minimum weight is subject to Rule 
34 of Official Classification, seemingly on the presumption that 
in the absence of this cross reference the minimum would not 
be subject to Rule 34. 

The manner in which the tariff is published makes it difficult, 
if not impossible, to say what items are subject to the Classifica- 
tion rules and what items, are not subject thereto. However, 
paragraph (b) of Item 20, states that unless otherwise provided, 
the exceptions are subject to the rules of Official Classification. 
There being no provision to the contrary in Item 4520, and the 
context of the item being such that it would not be impossible 
to apply Rule 29, Section 3 (a) thereof, thereto, it would seem 
that the item is subject to this rule of the classification. 


Tariff Interpretation—Motor Truck Rates Maximum 


California.—Question: The Southern Pacific Company carry 
in their Local Joint and Proportional Freight Tariff 121-F, I. C. C. 
4374, a carload rate on dried fruit from Alamo to San Jose of 11 
cents per 100 pounds, minimum 30,000 pounds, 

In Pacific Motor Transport Company’s Local Express Tariff 
No. 9, C. R. C. No. 13, which is a subsidiary of the Southern 
Pacific Company, and which is their pickup and delivery service, 
there is a less-than-carload rate of 20 cents per 100 pounds, 
which will apply on dried fruit and which includes pickup and 
delivery service. Under this tariff, if the shipper delivers the 
merchandise to the freight station and consignee takes deliv- 
ery at the freight station, there is 10 cents per 100 pounds de- 
ducted, which would leave the net rate 10 cents per 100 pounds. 
The result is that a less-than-carload shipment from station to 
station is rated at 10 cents per 100 pounds, while a carload would 
be rated at 11 cents, and we contend that the less-than-carload 
rate can not be exceeded on the carload movement. 

The Southern Pacific provides in the application of rates 
in their Tariff 121-F, that the rates and charges published in 
Pacific Motor Transport Tariff No. 9, subject to allowances, will 
apply as a maximum on shipments handled by them from and to 
the same points, where similar services are performed. How- 
ever, the carloads that moved under the 11 cent rate were for- 
warded from team track and delivered on an industry track at 
destination, without being handled through the freight house. 

Will you kindly let us have your views as to whether or not 
our contention is correct in asking that the less-than-carload 
rate of 10 cents be held as a maximum for carload movement as 
indicated above. 

Answer: The movement from Alamo to Jan Jose being intra- 
state, we assume that the provision, to which you refer, under 
which the rates published in Pacific Motor Transport Tariff No. 
9 will apply as a maximum on shipments moving under Southern 
Pacific Freight Tariff 121-F, I. C. C. No. 4374, is carried in a sup- 
plement not filed with the Interstate Commerce Commission, as 
we find no such provision in a supplement filed with the Inter- 
state Commerce Commission. 

Without having before us the exact provisions of the tariff, it 
is not possible to say definitely whether or not the rate published 
in the Motor Transit Tariff would be applicable to the facts set 
forth in your letter. It would appear, however, that under the 
facts you set forth, the services are similar, in that delivery is 
made to the carrier and receipt taken from the carrier on its 
premises in either instance, the services of the carrier actually 
being greater with respect to a less-than-carload shipment than 
with respect to a carload shipment. 


Damages—Measure of—Replacement Value 


Pennsylvania.—Question: A shipment of tires was forwarded 
to a destination as a straight consignment. After a reasonable 
length of time for delivery had elapsed, and the carriers were 
unable to prove delivery, due to theft of the entire shipment, we 
forwarded a replacement shipment and entered claim based on 
the replacement value at an increased price, due to an increase 
in the market. The carrier declined to honor the claim, except 
as based on the value of the original shipment. 

Please advise whether you can locate a court decision hold- 
ing that a shipper under such circumstances must accept settle- 
ment of a claim based on the original invoiced value or whether 
he is entitled to redress based on the replacement value. Please 
cite court decisions substantiating your opinion. 

Answer: Where goods are lost or destroyed the carrier is 
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liable, as a rule, for their value at place of destination at the 
time they should have been delivered, with interest thereon from 
that time, less the unpaid cost of transportation. C. M. & St. P. 
R. R. Co. vs. McCaull-Dinsmore Company, 253 U. S. 97, 40 S. 
Ct. 504. 

However, in Illinois Central R. R. Co. vs. Crail, 281 U. S. 
57, 50 S. Ct. 180, the Court said: 


There is no greater inconvenience in the application of one stand- 
ard of value than the other and we perceive no advantage to be 
gained from an adherencé to a rigid uniformity, which would justify 
sacrificing the reason of the rule to its letter. The test of a market 
value is at best but a convenient means of getting at the loss suf- 
fered. It may be discarded and other more accurate means resorted 
to if, for special reasons, it is not exact or otherwise not applicable. 
See Wilmoth vs. Hamilton, 127 Fed. 48, 51; Theiss vs. eiss, 166 
Pa. St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. West Penn Sheet Steel 
Co., 201 Pa. St. 150; Williston on Contracts, sections 1384, 1385. 


While the destination value is ordinarily the measure of 
damages for loss of, injury or delay to goods, it is apparent from 
the decision in the Crail case that each case must be determined 
by taking into consideration the circumstances surrounding the 
purchase, sale and transportation of the goods, such as, for 
instance, whether it was necessary to replace the goods at 
destination in order to fill a contract of sale or whether the 
consignee has lost a sale because of the non-delivery of the 
goods or has earned a retail profit by a contract of resale. 

Presumably it was necessary for you to, in the instant 
case, purchase in the open market goods to replace those lost 
in the course of transportation. If so, it would appear from the 
statements of the court in the Crail case that this replacement 
cost may be recovered, 


Tariff Interpretation—Origin Point Located on Concurring 
Carrier but No Rate Basis Shown in Tariff 


Georgia.—Question: Point A is located on B and C railroads 
and is listed in the Geographical index of the tariff as being 
located on both railroads but rate basis number is shown only 
for account of B Railroad and it is contended that C Railroad 
cannot protect the through rate from this origin as published in 
the tariff although C Railroad is an initial carrier under FX-7 
Concurrences and there are no routing restrictions via routes in 
connection with C Railroad. 

I understand that the Interstate Commerce Commission has 
ruled that the rate would apply via C Railroad as initial carrier, 
being the same as is published for account of B Railroad. How- 
ever, I am unable to locate this ruling and my memory may be 
in error as to the correct interpretation. I shall appreciate your 
advising your opinion, giving reference to any rulings that may 
deal with the subject. 

Answer: With respect to this question see the Commission’s 
decision in Independent Paper Stock Co. vs. C. & A. R. R. Co., 168 
I. C. C. 404. In this case the Commission said: 


Complainant contends that the Missuori Pacific was a party to 
the 5-cent rate and that the switching charges collected were in- 
applicable. The Missouri Pacific and the Terminal were shown as 
concurring carriers in the tariff publishing the 5-cent rate, and the 
index of tariffs of the Missouri Pacific showed it as an initial line 
with respect to the rates published in the tariff first mentioned. In 
the alphabetical and geographical lists of stations from and to which 
rates applied, contained in the tariff publishing the 5-cent rate, the 
Chicago & Alton was shown as the initial carrier in the rate from 
St. Louis, but the Missouri Pacific and the Terminal were not so 
shown. The Missouri Pacific was shown as a concurring carrier in 
the tariff merely in order to provide by special application rates from 
and to Carondelet Station, St. Louis, via Ivory Transfer. Obviously 
the 5-cent rate was not applicable on complainant’s shipments from 
St. Louis over the Missouri Pacific as an initial carrier. 


While the facts in this case are not entirely similar, we be- 
lieve that it is authority for the view that the rate from point A 
will not apply on shipments originating on the C Railroad, even 
though that line is shown as a concurring carrier in the tariff. 


Tariff Interpretation—Through Rate Exceeding Aggregate of 
Intermediates 


Missouri.—Question: We have read with interest your 
reply to “Missouri,” on page 779 of the Traffic World for April 
21, 1934, under the above caption. 

You will recall that the tariff under discussion was Agent 
Cottrell’s Western Cotton Goods Tariff, I. C. C. No. 783, which 
names through rates on cotton goods from points in the Caro- 
linas to various points in the United States. The tariff also 
names proportional rates to the Ohio and Mississippi River 
crossings, 

In many instances the combination of the proportional rate 
to the Ohio and Mississippi River crossing, plus the factors 
beyond, are lower than the through rates published in the tariff. 

Item 70 of this tariff provides that the rate therein, to the 
Ohio and Mississippi River crossings, will apply only as pro- 
portional rates on traffic destined to points north of the Ohio 
and west of the Mississippi River, to which no through com- 
modity rates on the same commodity applicable via route of 
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movement, are published in that tariff from points from which 
the proportional rates apply. 

From this, we see that these proportional factors from the 
origin territory to the river crossings apply only in the event 
that there are no through rates. 

In our answer to “Missouri” you say, “If, in the absence of 
a joint through commodity rate, the sum of the intermediate 
proportional rates would be applicable, then under Rule 56, the 
carrier must reduce the joint through commodity rate to the 
basis of the sum of the intermediates and refund, as repara- 
tion, the difference.” 

In view of the provisions of Item 70, above mentioned, it 
is not exactly clear to us how the sum of the intermediate pro. 
portional rates would be applicable. 

We would appreciate it if you will give us a little more de- 
tailed information and your reasoning on the subject. 

Answer: Item 70, to which you refer, is in accordance with 
the views of the Commission as set forth in its decision in Wil- 
liams Co. vs. Penna, Company, 50 I. C. C. 531. Under the pro- 
visions of Item 70 the proportional rates named in this tariff 
are applicable only in the absence of through commodity rates 
published in Agent Cottrell’s Tariff I. C. C. 783 from points 
from which the proportional rates apply, and therefore a through 
rate published in this tariff in excess of the sum of a propor- 
tional rate published in this tariff and a rate published in Agent 
Speiden’s Tariff I. C. C. 1466 is not an aggregate of interme- 
diates within the application of Item 130 of Agent Cottrell’s 
Tariff I. C. C. 783. 


Tariff Interpretation—Application of Joint Haul Rates Between 
Points in Chicago Switching District and Gary, Indiana 


Indiana.—Question: I would like your interpretation of the 
correct rate to apply on a shipment originating at an industry 
on line A within the Chicago Switching District and destined 
to Gary, Ind., on line B. 

The interchange between lines A and B is within the Chi- 
cago Switching District, line A therefore performing switching 
service to line B. 

Answer: On page 52, of Supplement 42, to Agent Sperry’s 
Tariff I. C. C. 201, the following application is provided: 


Except as otherwise provided in tariff, as amended, rates for ap- 
plication via joint hauls: 

(a) Between points within the Chicago Switching District (see 
a 1), as shown in page 1069 of tariff, as amended; also Gary, In- 

ana, 

(b) Between Chicago, Ill., including points in the said Chicago 
Switching District (see Note 1), as shown in page 1069 of tariff, as 
amended; also Gary, Indiana, and any point shown below. 

(c) Between any two points shown below. Will be as provided op- 
posite Rate Basis 35 in Section 6 of tariff, as amended. 


The points referred to in paragraphs (b) and (c) as being 
shown below are points in what we understand to be the Chi- 
cago Group, as distinguished from points in the Chicago Switch- 
ing District, and among the points listed in Gary, Indiana. 

Note 1, referred to in paragraphs (a) and (b) reads as 
follows: 


Joint haul rates named herein will apply to less than carload ship- 
ments only, where freight house facilities are available to connecting 
lines shown in Chicago Switching Committee Tariff No. 20-T, C. W. 
Galligan, agent, I. C. C. No. 242, Ill. C. C. No. 110. 


Under the application above quoted, it appears to have been 
the intention to provide in paragraph (a) for rates between 
points within the Chicago Switching District, also for rates 
between points located in the Chicago Switching District and 
Gary, Ind. In paragraph (b), it appears to have been the inten- 
tion to provide for rates between points located in the Chicago 
Switching District, also Gary, Ind., and points in the Chicago 
Group listed on page 52. In paragraph (c), rates are provided 
between points in the Chicago Group listed on page 52, of Sup- 
plement 42. 


In our opinion, however, the wording of both paragraphs (a) 
and (b) is inapt, in that in paragraph (a) a semicolon separates 
the words “also Gary, Indiana,” from the balance of the para- 
graph, resulting in indefiniteness in the meaning of the para- 
graph, in that, while a complete thought is expressed in the 
portion of the paragraph preceding the semicolon this is not true 
of that portion following the semicolon. 

As to paragraph (b), the use of a semicolon before the words 
“also Gary, Indiana, and any point shown below,” makes it ap- 
pear that the portion of the paragraph preceding the semicolon 
authorizes only rates between points within the Chicago Switch- 
ing District, thereby duplicating the application of paragraph 
(a) in this respect. 

As to Note 1, it appears to have been the intention to pro- 
vide that the joint haul rates would, in addition to being appli- 
cable on carload traffic, apply to less-than-carload shipments 
where freight house facilities are available to connecting lines 
under the application of Chicago Switching Committee Tariff 
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No. 22, C. W. Galligan Agent, I. C. C. 242. However, as Note 1 
is worded it could be read as authorizing the application of the 
joint haul rates to less-than-carload shipments only, and then 
only in the event that freight house facilities are available to 
connecting lines under the application of Agent Galligan’s Tariff 
I. C. C. 242. This results from the use of the comma after the 
word “only.” 

In our opinion, Rate Basis 35, in Section 6 of the tariff, ap- 
plies on a shipment originating at an industry within the Chi- 
cago Switching District on carrier A and a point in Gary, Indi- 
ana on carrier B, in accordance with the provisions of paragraph 
(a), on page 52 of Supplement 42, of Agent Sperry’s I. C. C. 
201, subject of course, to an exception such as that provided 
for in Item 15-A, on page 12 of Supplement 55. 

The wording of the provisions on page 52 of Supplement 42 
might well be clarified in order to more clearly show the appli- 
cation of the rates. This also applied to the application for the 
single line rates. 


Damages—Measure of—Shipping 


Texas.—Question: On what authority are claims reduced 
50 per cent covering commodities packed in foreign countries? 

In other words, some of our claimants are figuring their 
claims on the basis of fhe invoice price plus freight charges, 
then they will add an item “less 50 per cent account packed 
abroad,” and I was just wondering if there was any authority 
to require all claimants to reduce their claims in this manner. 
If so, shall appreciate advice from you as to where we might 
find this authority. 

Answer: As a general rule the measure of damages, in an 
action or libel against the carrier by water for loss of, or in- 
jury to, cargo through its fault, is the actual loss sustained by 
the owner of the cargo, that is, all the damages which proxi- 
mately result to him from the carrier’s negligence or breach of 
duty or of contract. 

In case of a loss of goods, through its fault, the carrier is 
liable for the value of the lost goods; but in case of injury to 
the goods, it is liable only for the dimunition in its value by 
reason thereof. Where the goods have been wrongfully con- 
verted by the carrier, the measure of damages is their value at 
the time of conversion, with interest thereafter. 

When the loss of, or injury to, cargo occurs at the place 
where it is laden, and before the voyage begins, the measure 
of damages is based upon the value of the cargo at the port of 
shipment, unless special circumstances exist which make the 
carrier liable for the value at the port of delivery. 

Unless there is a stipulation to the contrary (The Merauke, 
31 Fed. (2d) 974, rev. 26 Fed. (2d) 836), as a general rule, where 
the goods are lost in transit, the measure of damages is the 
market value of the goods at the port of destination at the time 
when delivery should have been made, with interest from that 
time, less charges due for freight. 


Where the goods have a market value at the port of des- 
tination, the measure of damages is such a sum as would enable 
plaintiff to replace the goods at that point; that is, the price or 
value of the goods at the place of shipment (Lieber vs. Klengen- 
berg, 23 Fed. (2d) 611, certiorari denied, 277 U. S. 596, 48 S. Ct. 
559), together with all charges of lading and transportation (The 
Scotland, 105 U. S. 24), and other incidental expenses, and in- 
terest at the legal rate; and where they have no market value 
at the place of shipment, resort may be had to other means 
of ascertaining their actual value, such as the price which they 
usually bring at the port of destination, with a fair deduction for 
profits and charges. (The Scotland, 105 U. S. 24.) 

The invoice value of lost goods is not the proper basis for 
measuring damages (Kennedy vs. U. S., 19 Fed. (2d) 441), ex- 
cept where the bill of lading makes the invoice value the 
basis of settlement of any loss or damage. (The Shipsea, 9 
Fed. (2nd) 88, certiorari denied sub nom. Boera vs. The Skipsea, 
271 U. S. 671, 46 S. Ct. 486.) 

If the goods are merely injured, the measure of damages 
is the difference between their market value at the time and 
place of delivery, in such condition as they would have arrived 
but for the carriers’ fault, and their market value in the condi- 
tion in which they did actually arrive there. (Philippine Refin- 
ing Corp. vs. U. S., 33 Fed. (2d) 974; The President Arthur, 28 
Fed. (2d) 39; The Capitaine Faure, 10 Fed. (2d) 950, mod. 1 Fed. 
(2d) 406, and certiorari den. sub. nom. Societe de Navigation 
“ee France Indo-Chine vs. Cooper, 271 U. S. 684, 46 S. Ct. 

In St. Johns, N. F. Shipping Corp. vs. Companhie Geral, etc., 

263 U. S. 119, 44 S. Ct. 30, the Court said: 


Generally, the measure of damages for loss of goods by a carrier 
when liable therefor is their value at the destination to which it un- 
dertook to carry them. Lawrence vs. Minturn, 17 How. 100, 111; Mo- 
bile & Montgomery Ry. Co. vs. Jurey, 111 U. S. 584, 596; New York, 
L. E. & W. R. R. Co. vs. Estill, 147 U. S. 591, 616; Chicago, M. & St. 
P. Ry. Co. vs. McCaull-Dinsmore Co., 253 _U_S. 97, 100; Royal Ex- 
change Shipping Co. vs. Dixon, 12 A. C. (1887) 11; The Sarnia, 278 Fed. 
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459; Hutchinson on Carriers, Vol. 3, Sec. 1360; Carver on Carriage of 
Goods by Sea, 6th Ed., Sec. 287. 


As will be observed from the decision in The Skipsea, 9 
Fed. (2d) 88, the basing of damages on the invoice value of the 
goods is dependent upon the terms of the bill of lading. In the 
absence of such a provision, the destination value and not the 
invoice value, is the measure of damages. 

Presumably the 50 per cent discount, to which you refer, is 
based upon some provision of the bill of lading, as ordinarily 
no such discount is given consideration in arriving at the amount 
of damages. 


Tariff Interpretation—Extent to Which Commodity Rate Is Sub- 
ject to Rule 34 of Governing Classification 


Mississippi.—Question: We will greatly appreciate your 
opinion on the following: 

In the absence of specific instructions to the contrary, may 
the provisions of Rule 34, of the Classification, be applied to 
wooden piling? 

As an example, Agent Speiden’s I. C. C. 1377 is made sub- 
ject to the Southern Classification, with no exceptions whatever, 
yet, in loading piling, the length of which permits the use of 
41 foot equipment, the carriers frequently furnish two smaller 
cars, basing transportation charges on the minimum prescribed 
for double loads. 

We contend that, in the absence of instructions precluding 
the use of classification rules, our charges are properly based 
thereon. This contention is strengthened by the fact of the 
non-application clause in regard to said rules in many of the 
lumber tariffs (see Speiden’s I. C. C. 1471 and 1566), with silence 
in others. including Speiden’s I. C. C. 1377. 

Answer: With respect to this question, see our answer to 
“Florida,” on page 1100 of the November 1, 1930, Traffic World, 
under the above caption, in which we expressed the opinion that, 
notwithstanding the decision of the Commission in King-Haase 
Furniture Co. vs. A. A. R. R. Co., 136 I. C. C. 41, it was ques- 
tionable whether the Commission would go so far as to hold 
that all flat minimums are subject to Rule 34 if the tariff is 
subject to the classification, in the absence of a provision to 
the contrary in the individual rate items 

We have been unable to find cases other than the case cited 
above and the decisions in Paine Lumber Co. vs. Tennessee 
Central Ry. Co., 136 I. C. C. 559, and Alkire-Smith Auto Co. 
vs. Bamberger Electric R. R. Co., 169 I. C. C. 97, which spe- 
cifically relate to this question. 

Therefore, until the Commission gives consideration to the 
application of a tariff provision, either the usual provision on 
the title page that the tariff is governed by a certain classifi- 
cation or an item in the tariff providing that the rules of the 
classification govern the rates therein, it cannot be definitely 
said that the provisions of Rule 34 are applicable in connec- 
tion with the specific minimum weights contained in individual 
commodity rate items. 

The provisions of the tariff under consideration by the 
Commission in the King-Haase Furniture Company case, above 
cited, were so much more specific in their application than the 
usual cross reference to the classification that the decision does 
not, in our opinion, furnish a guide for an opinion as to what 
ruling the Commission would make in the matter. 


Liability of Shipper for Injury Caused by Trucking Company 


Kansas.—Question: We are very anxious to learn the exact 
extent of our responsibility in the event of an accident resulting 
in injury or death to persons by a “common carrier truckman.” 
By the term “common carrier,’ we refer to the truckman who 
operates under a Certificate of Convenience authorized by the 
State Corporation Commission of the state over a designated 
route from one point to a given point, carrying merchandise 
for the public at rates approved by the Commission. 

The Corporation Commissions in various states require that 
common carriers carry only from $5,000 to $10,000 public in- 
surance. In some states the liability is more or less. However, 
should a common carrier cause an accident which results in 
a lawsuit of $50,000, more or less, and judgment is secured 
against the operator of this common carrier truck line, to what 
extent are the shippers, whose merchandise this carrier handled, 
responsible, if the common carrier truckman is unable to meet 
the judgment? 

We know from experience that the majority of common car- 
rier truckman do not have anywhere the amount of money to 
pay a judgment where a considerable amount is involved. 

Your opinion on the above subject will be of considerable 
interest to shippers all over the country who use so-called 
common carrier truck service, as we feel that the insurance 
carried by truckman is not sufficient to protect the public or 
the shipper. 

Answer: Ordinarily either the law relating to master and 
servant or that of principal and independent contractor governs 
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the relation between a shipper and a truck operator. Under 
the law (except where modified by statute), unless the master 
(the shipper) controls the actions of the servant (truck opera- 
tor), the relationship is that of principal and independent con- 
tractor. Under this latter relationship the principal is not liable 
for the acts of the independent contractor, but where the rela- 
tionship of master and servant exists the principal is liable for 
the acts of the servant. 

The above relates to the relationship between a shipper 
and a private or contract carrier. 

As to common carrier truck operators there is involved ordi- 
narily no question as to the liability of the shipper, the rela- 
tionship between the shipper and truck operators being that of 
bailor and bailee, which is the relationship existing between a 
shipper and a common carrier by rail. 


We are not advised as to whether there are statutory pro-: 


visions of any of the several states which impose liability for 
injury to persons or property on a shipper whose goods are 
being transported by a private or contract carrier. There is 
no decision of the Supreme Court of the United States with 
respect to this question. 

In Devouno vs, Muller, 219 N. Y. S. 83, it was held that a 
truck owner employed on a per diem basis by the defendant for 
operating and use of truck, was an independent contractor, not- 
withstanding that the defendant deducted $1 from the agreed 
per diem for insurance of truck ,and that defendant was not 
liable for his negligence in colliding with an automobile. 

In Long vs. Eastern Paving Co., 145 Atl. 71 (Pa.), it was 
held that a corporation employing a truck owner to do hauling 
for it, is liable for his wrongful act in carelessly operating the 
truck if he was a servant, but not if he was an independent 
contractor; that a truck owner engaged by the paving company 
to haul asphalt at a fixed rate per hour, subject to its orders 
only as to the asphalt to be loaded and removed and place of 
unloading, was not an employe but an “independent contractor,” 
for whose negligence in operating a truck over route, speed, 
and management of which he had sole control, the company is 
not liable; it being interested only in the result. 

In Evans vs. Bryant, 29 S. W. (2d) 484 (Tex.), it was held 
that where the evidence showed that the defendants contracted 
to move a tank at a specified price, they were independent con- 
tractors as regards liability for injuries from an automobile 
collision with the tank when parked on the highway overnight. 

In Lynn vs. Roberts, 241 N. W. 214 (Mich.), it was held that 
a truck owner who, for a commission, delivered benzol and 
made collections for the defendant was defendant’s “employe,” 
and not an “independent contractor.” 

In Willis vs. San Bernadino Lumber & Box Co., 256 Pac. 
224, it was held that where a truck was used in transporting 
products of a copartnership and was registered in the name of 
the manager who exercised control thereof, the partners were 
liable for damages resulting from leaving a truck unlighted on 
the highway, though the person using the truck may have been 
an independent contractor. 

In Acker vs. Coopman, 50 S. W. (2d) 100, it was held that 
the fact that the defendant did not own the automobile which 
caused plaintiff's injury will not preclude recovery if the driver 
tae using it in the discharge of duties at the defendant’s di- 
rections. 


Conversion—Delivery on Bond of Shipment Moving on Straight 
Bill of Lading Containing Directions to Deliver Only on 
Shipper’s Order or on Surrender of Bill of Lading 


Idaho.—Question: Kindly cite authority for a carrier de- 
livering shipments of merchandise billed “Deliver only on de- 
livery of shipper’s written order or original bill of lading,” mer- 
chandise that is delivered by carriers on some form of bond, 
where the receiver has made a practice for years in all terminals 
of unloading merchandise, particularly perishable merchandise 
on this so-called bond and then at no particular specified time, 
going to the bank, paying the draft and picking up the delivery 
order or bill of lading and delivering the same to the carrier. 

This practice enables the receiver, as you know, to operate 
on the shipper’s money anywhere from five to thirty days. We 
are unable to find any Interstate Commission ruling permitting 
this practice. 

It has been brought to our attention, but no tariff ruling 
cited, that in lieu of non-arrival of papers, a delivery can be 
made on a bond; however, that when papers are available, there 
is no ruling by the Commission or tariff regulation that author- 
izes this concession to the receiver. 

We have before us for handling a case where a car of 
apples arrived at A, Iowa; was delivered on the receiver’s bond 
and same unloaded into the receiver’s warehouse. Twenty-two 
days after the car was unloaded, the receiver paid the draft, 
delivered the shipper’s delivery order to the carrier, and then 
immediately attached the funds, basing his claim on hidden 
damage and excessive decay which had developed during the 
time the merchandise was in his possession. 
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This is the straw that broke the camel’s back and we are 
going to attempt to wage war on this muchly abused privilege 
whereby the shipper is doing nothing more or less than finance. 
ing the receiver, the railroad being the one that is sponsoring 
the measure. 


Answer: It is a well established rule that the carrier de. 
livers a shipment at its peril. It is bound to deliver the goods to 
the party entitled to receive them, whether the bill of lading (if 
not negotiable) is surrendered, retained by the shipper or con. 
signee, is lost, or is presented by a person in wrongful posses. 
sion thereof. It is never obliged to demand an open Dill of 
lading, but is obliged to make delivery of a shipment to the 
party lawfully entitled to receive the same. Even though the 
bill of lading be surrendered, if the goods are not delivered to 
the party entitled to receive same, the carrier is without pro- 
tection. It cannot protect itself absolutely and knowingly, nor 
extend its liability by demanding or failing to demand an open 
bill of lading. Its liability attaches, or fails to attach by the 
disposition it makes of the goods. The party entitled to receive 
the goods is the consignee designated in the bill of lading by 
the consignor. The carrier is not protected if the bill of lading 
is surrendered, unless it also identifies and delivers the goods to 
the party named in the bill of lading. 


In Du Sal Chemical Co. vs. Southern Pacific Company, 168 
N. Y. S. 617, a shipment moved on an open Dill of lading, with 
notation thereon, “Draft against bill of lading.” The shipment 
was delivered to the consignee without the surrender of the bill 
of lading. The consignee contended that the carrier was liable 
for not withholding delivery until the draft was paid. The court 
held “There is no doubt that the carrier’s obligation is com- 
pleted under such a bill of lading when it delivers the goods to 
the named consignee, and it need not require the surrender of 
the bill itself. Inasmuch as a carrier must deliver goods under 
a straight bill of lading to the consignee, even where such con- 
signee has not the bill in his possession, I cannot see how such 
notice can require the carrier to demand production of the 
bill of lading, or at its peril to learn whether the signed draft 
has been paid. The consignor could have protected itself by 
taking an order bill of lading.” 


Assuming that the notation quoted in the first paragraph of 
your letter, which was placed on the bills of lading, is binding 
upon the carrier, as to which we locate no decisions of the 
courts directly in point, although see In Re Taub, 7 Fed. (2d) 
447, and that a delivery contrary thereto constitutes conversion 
on the part of the carrier, the questions arise as to how the 
carrier can be prevented from making such a delivery, or hav- 
ing made such a delivery, what remedy a shipper has against the 
carrier. 

As to the first question, the answer is that resort must be 
had to injunction proceedings, as only a court can prevent a 
party from doing something he should not do. As to the sec- 
ond question, both the carrier and the consignee are liable in 
conversion; the carrier for delivery of the goods contrary to 
the shipper’s shipping instructions, the consignee for the accept- 
ance and use of the goods in defiance of the shipper’s rights. 
While the carrier may be liable in conversion it is protected by 
the consignee’s bond, and may reimburse itself from the pro- 
ceeds thereof should recovery be had against it by the shipper 
for conversion of the shipment. 


In a suit against the carrier for conversion, recovery can 
be had for interest on the money from the date of the conver- 
sion. That is, from the date the goods were delivered to the 
consignee contrary to the shipper’s shipping instructions. Like- 
wise with respect to a suit against the consignee for conversion, 
recovery of interest on the value thereof can be had from the 
date of the conversion of the goods. 


While suit may be brought for the recovery of interest as 
damages, it does not constitute a distinct claim and can only 
be recovered with the principal by action. (Alabama City, etc., 
R. Co. vs. Hadsden, 64 Sou. 91 (citing Cyc); Los Angeles vs. 
City Bank (Calif.), 34 Pac. 510; McDonald vs. Holden (IIl.), 74 
N. E. 21; Jameson vs. Burlington, etc., R. Co. (Iowa), 43 N. W. 
529; Forschirm vs. Merchants, etc., Bank, 122 N. Y. S. 168 (re- 
versed on other grounds 100 N. E. 1127); Griffiths vs. Powers 
(Mass.), 103 N. E. 468), except where the claimant does not 
receipt for the principal sum in full but has notified the debtor 
that the amount was insufficient (Delvin vs. N. Y., 13 N. Y. 123, 
30 N. E. 45; Shepard vs. New York City, 216 N. Y. 251, 110 N. E. 
435; Cutter vs. N. Y. 92 N. Y. 166. Where the creditor accepts 
the payment of the principal sum only under protest, or other- 
wise claims interest thereon, such acceptance will prevent the 
recovery of such interest on such debt thereafter. Forschirm Vs. 
Merchants and Traders Bank, 122 N. Y. S. 168. 

Aside from the above procedure, we know of no means of 
putting an end to this practice of the carrier. Whether a com- 
plaint before the Commission would be of any avail we cannot 
say. 
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SUNSHINE 
AND RAILROAD 
TEAMWORK MAKE 
SUCCESSFUL 
MARKETING 












Icing Cars of Cantaloupes in the Imperial Valley 





Tue HANDLING of perishable traf- 
fic on Southern Pacific Lines is a 
tremendously important job. The 
production of perishables is impor- 
tant to the West and South and the 
mn products must be moved with speed and efficiency. To do this requires 
v- railroad teamwork of the highest order. 
As an example, the cantaloupe movement from Imperial Valley is in full 
3 swing. Movement of these heavy shipments of delicious melons to the breakfast 
_ tables of the nation, constitute a railroad operating achievement of which 
Southern Pacific is proud. The success of this movement is a test of Southern 
Pacific’s precision of operation, resourcefulness and thorough-going cooper- 
ation — teamwork — in the ranks of Southern Pacific employees. 
We present this as an example of our service, reflecting the whole, believ- 
ing that we can help you in your traffic problems, no matter what they are. 










A Coast to Coast 
Transportation 
Service 


SOUTHERN 
PACIFIC — 
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Personal Notes 





After many years of service with railroads in Eastern Ter- 
ritory, C. C. McCain, member of the Official Classification Com- 
mittee, has been retired. Lawrence W. North has’ been 
appointed to membership on the Committee and Horace C. Will- 
son has been appointed secretary, succeeding Mr. North. 

James R. McMahon, chief of police, New Haven Railroad, 
for the last twenty-seven years, died at his home in New Haven, 
Conn., May 16, after an illness of six weeks. He was sixty- 
three years old. 

William H. Lyford, vice president and general counsel, 
C. & E. IL, Chicago, died May 17 following an operation. He 
was born in 1858 and had been with the railroad continuously 
for fifty-five years. 

Thomas J. Gillespie, traffic manager for over forty years, 
East Jersey Pipe Company and associated companies, New 
York, died May 13. 

Recognition of his record for six years at a truck wheel 
without an accident was given to Albert Radero, driver for the 
U. S. Trucking Company, Inc., when he was presented with an 
orchid by Walter Winchell on the stage of the Fox Theater in 
Detroit, May 11. He was personally congratulated by Mayor 
Couzens in his office at the city hall that morning. 

Maurice H. Strothman has been appointed commercial agent, 
Peoria and Eastern Railway, at Minneapolis, succeeding G. E. 
Montrose, who died. 

A. W. De Muyser has been appointed general freight agent, 
Green Bay and Western, with headquarters at Green Bay, Wis. 

I, L. Graves has been appointed assistant general freight 
agent, Southern Railway, with headquarters at Lynchburg, Va. 
L. E. Wetterau has been appointed assistant general freight 
agent, with headquarters at Knoxville, Tenn. Leslie H. Wood- 
all, former division superintendent at Greensboro, N. C., has 
been transferred to Birmingham, Ala., as general superintendent 
of the western division, succeeding M. E. Madden, retired. 

Edward B. Wilson has been appointed general passenger 
agent for the Hudson Navigation Company, operators of the 
Hudson River Night Line. ‘He has been active in New York 
transportation circles for the last twenty-five years and has 
previously been associated with the Eastern Steamship Lines 
and the Pennsylvania Railroad. 

C. P. Johnson has been appointed assistant traffic manager 
for the Pacific Coast Direct Line, in charge of solicitation in 
the Los Angeles territory. He was at one time assistant gen- 
eral manager of the Union Terminal Warehouse Company and 
later was on the staff of Swayne and Hoyt. 

Fred M. Rohrer has been appointed assistant Pacific coast 
manager for the Grace Line, with headquarters in San Fran- 
cisco. He has been in the New York offices of the Grace Line 
for the last nine months familiarizing himself with the com- 
pany’s eastern business. 

Frank Korinek has been appointed traffic manager for 
Lamont, Corliss and Company, manufacturers’ agents, with head- 
quarters in New York. 


E. R. Richardson, president of the Ocean Steamship Com- 
pany of, Savannah, has been elected a director of the Maritime 
Association of the Port of New York. 

Daniel Bacon, agent in New York for the Elder Dempster 
Lines, Ltd., and chairman of the board of the West India Steam- 
ship Company, died in Montevideo, Uruguay, May 10, while 
on a world cruise. He was seventy-one years old and had been 
connected with shipping since he was seventeen, when he 
shipped as an apprentice on one of his father’s clipper ships. 
He organized the West India Steamship Company, operating a 
service from New York to the West Indies, and was its presi- 
dent until 1915. 

John A. Erickson, vice president of the Pan-Atlantic Steam- 
ship Corporation, subsidiary of the Waterman Steamship Com- 
pany, died May 14 as a result of injuries sustained when he 
fell under a moving train at Maplewood, N. J. He was 39 years 
old and a native of Mobile, Ala, 

E. S. Coates, formerly connected with the Kinney Shipping 
Company, has been appointed agent at Portland, Ore., for W. L. 
Comyn and Sons, managing owners of the Cascade Line service 
from north Pacific ports to the United Kingdom and Continent, 
succeeding J. F. Miller, transferred to Seattle. 

E. E. Anderson has been appointed acting assistant general 
freight agent for the American Mail Line at Seattle, in charge 
of transPacific freight traffic, succeeding the late J. B. Arm- 
strong. He was formerly general agent for the Tacoma Orien- 
tal Line at Tacoma and for twelve years was general agent for 
the American Mail Line at Shanghai, Kobe, and Hong Kong. 
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At a meeting of the Jaboon Club, New York, Harold I. Carj 
received a “Mickey Mouse” watch as recognition of his promo. 
tion to the position of general New York manager of the Laube 
Interstate organization. 

J. Edgar Graham has been appointed traveling coal agent 
Virginian Railway, with headquarters at Norfolk, Va. 

Frank L. Towsley, westbound agent, Wabash, at Kansas 
City, died at Wesley Hospital May 15. 

U. R. Watson has been appointed freight traffic agent, N. ¢. 
& St. L., at Memphis, succeeding Edgar Estile, who died. P. L, 
Raper has been appointed freight traffic agent at Jackson, Tenn, 
succeeding Mr. Watson. 





Doings of the Traffic Clubs 





J. R. Hundley, district freight agent, Wabash Railway Com. 
pany, the new president of the St. Louis Traffic Club, was bor 
—— in Louisville, Ky., Nov. 26, 
1889. He entered the employ 
of the Chicago and Alton at 
Kansas City in June, 1906, 
served in every capacity in 
the freight house, yard and 
train service under George 
Simpson, trying to break into 
the railroad game, and then 
moved to St. Louis in Decem- 
ber, 1908, when he entered the 
service of the Wabash in the 
general auditor’s office, later 
in the traffic department and 
then served in various capac- 
ities from clerk to district 
freight agent, having been on § 
the street and road in the St. 
Louis district for over twenty 
years. When the World War 
broke out he enlisted in the 
infantry and was later made 
a captain, was wounded in 
the Voges, received a silver 
star citation, wounded in the 
Argonne, was attached to the 
railway transportation corps 
at Rennes and LeMans, and served as assistant division super- 
intendent and assistant general superintendent of the two divi- 
sions, sending all the boys home after he had been through it 
all. He was discharged as a major of infantry. He will be 
installed as president of the Traffic Club of St. Louis June 1. 








The following clubs this week approved the resolution 
adopted at the Birmingham meeting of the Associated Traffic 
Clubs of America in opposition to government ownership and 
operation of the railroads; Traffic Club of Fort Worth, Traffic 
Club of St. Louis, Transportation Club of Decatur, Women’s 
Traffic Club of Baltimore, Cincinnati Traffic Club, Transporta- 
tion Club of Terre Haute, Women’s Traffic Club of Los Angeles, 
Traffic Club of Baltimore, Women’s Traffic Club of Memphis, 
Traffic Club of New Orleans, ‘Traffic Club of Jacksonville, Traffic 
Club of Dallas, Traffic Club of Kalamazoo, Pacific Traffic Ass0- 
ciation, Traffic Club of Houston, and the York Traffic Club. 





Hubert F. Lee, president of the Chamber of Commerce of 
the South, editor of the magazine Dixie Business, Atlanta, Ga. 
and variously identified with business and transportation de- 
velopments in the south, has accepted a place on the speaker's 
bureau of the Associated Traffic Clubs of America. 





At a meeting at the Secor Hotel May 7 the Toledo Trans- 
portation Club elected W. J. Bailey, director of traffic, Electric 
Auto-Lite Company and associated enterprises, president, suc- 
ceeding C. R. Hartshorn, general agent, D. L. & W. Other new 
officers are as follows: First vice president, Fred M. Shelton, 
superintendent, Wheeling and Lake Erie; second vice president, 
U. E. McFarland, general traffic manager, Owens-Illinois Glass 
Company; secretary, R. H. Sass, traffic representative, Big Four; 
treasurer, J. E. Rheiner (reelected), traffic representative, Nickel 
Plate; executive committee, G. D, Woodman, Norris Grain Com 
pany; J. E. Black, general agent, C. & O., and Mr. Hartshor2. 
In appointing committee chairmen President Bailey indicated 
that an effort would be made to build up the outside member- 
ship of the club, which now has a membership of one hundred 
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and eighty. Plans are under way for the annual spring golf 
outing to be held at the Inverness Club May 24, 


The Women’s Traffic Club of San Francisco held a “Mex- 
ican Night” meeting at the Western Women’s Club May 17. 
There was a short talk on the exports and imports of Mexico 
and a description of a trip by rail to Mexico City. 

At its meeting May 15 at the Athens Athletic Club the Oak- 
land Traffic Club had as its speaker Gelston Judah, travel ex- 
pert of the Peck-Judah Company, who talked on Mexico. There 
was musical entertainment. 


A joint dinner is planned for June 1 by the Transportation 
Club of Los Angeles, Women’s Traffic Club of Los Angeles, and 
the Rail and Water Club in honor of J. M. Fitzgerald, vice chair- 
man, Committee on Public Relations, Eastern Railroads, and 
executive vice president of the Associated Traffic Clubs of 
America, who will speak at the dinner. 


The Motor City Traffic Club will give its first golf party of 
the season at Glen Oaks May 23. A score or more prizes will 
be given winners in the various events. Dinner will be served. 


At a luncheon at the Hotel Monteleone May 14 the Traffic 
Club of New Orleans had as its speaker Dr. T. B. H. Anderson, 
surgeon, United States Health service, in charge of Marine 
Hospital, whose subject was, “The Marine Hospital in New 
Orleans.” A “stag smoker” has been set for May 26. 


The Traffic Club of Jacksonville made a tour of the Jack- 
sonville distributing plant of the Great Atlantic and Pacific Tea 
Company, followed by luncheon, May 14. R. M. Smith, vice 
president and general manager of the host company, spoke 
briefly and M. Blankfield, president of the Propeller Club, called 
attention to “Maritime Day,’ May 22. The sixth annual sum- 
mer outing was announced by V. M. Ousey, chairman of the 
entertainment committee. It is to be held at the Casa Marina 
Hotel May 26. 

The Columbus Transportation Club had what is said to 
have been its most successful annual meeting in many years, 
at which time the following officers were elected: President, 
F. W. Fischer, general agent, Erie; vice president, J. H. Stinson, 
traffic manager, Seagrave Corporation; secretary, G. P. Dolle, 
traveling freight agent, Pennsylvania; treasurer, D. W. Jones, 
city freight agent, Big Four; board, Russell McVicker, purchas- 
ing agent, Chillicothe Paper Company (Chillicothe, O.); W. I. 
Tycer, president, Tycer Pottery Company, and J. E. Sheehy, 
general agent, New York Central, 


J. H. Goff, professor of economics at the Alabama _ Poly- 
technic Institute and instructor in a course in traffic and trans- 
portation, will be the speaker at a luncheon meeting of the 
Traffic and Transportation Club of Birmingham at the Thomas 
Jefferson Hotel May 21. 


The first of a series of “business inspection” trips, spon- 
sored by its educational committee, was held by the Traffic Club 
of Baltimore May 16. After inspection of the plant the club 
was a luncheon guest of the American Brewery, Inc. The trips 
are intended to familiarize the members with Baltimore indus- 
tries. The annual summer outing has been scheduled for June 
23 at Heintzmann’s Cottage Grove Beach Shore, where there 
will be a crab “feast,” boating, bathing, and other sports. The 
club will participate with other local civic organizations in an 
excursion to Seaside Park on the steamer City of Delaware 
June 9. 


As the first of “a long and attractive list of outdoor affairs 
for 1934 the Transportation Club of Peoria will stage an old- 
fashioned fish fry, with all the trimmings, at Luthy’s Grove, East 
Peoria, May 24,” it is announced. It will be a “stag” affair. 


Western Transportation, official organ of the Pacific Traffic 
Association, made its initial appearance May 5. 

The Transportation Club of Des Moines will hold a “Field 
Day” at the Hyperian Field Club May 22. There will be golf 
and other sports, a “Dutch lunch” at noon, and dinner and en- 
tertainment in the evening. 

There was an attendance of more than a hundred and fifty 
at the annual dinner meeting of the Wyoming Valley Traffic 
Club at the Hotel Sterling, Wilkes-Barre, Pa., May 9. W. D. 
Kendall, chairman of the car service division, American Rail- 
way Association, spoke on “What’s New in Railroading.” James 
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U. Nichols, secretary-treasurer of the club, read a report on ac. 
tivities of the last year and there was entertainment, including 
numbers by the D. L. & W. Glee Club. There was golf in the 
afternoon, at which John Duffy, vice-president, Lehigh Valley, 
carried off the main trophy, a silver loving cup. 


port division of the War Department, spoke on “The History 
of Land-Grant and Bond-Aided Railroads of the United States,” 
at a luncheon of the Washington Transportation Club at the 
Hotel Raleigh May 17. 

The Traffic Club of Newark will vote on the resolution 
adopted by the Associated Traffic Clubs of America at Bir- 
mingham at a meeting called for June 4. 

In addition to sports and other amusements to occupy the 
day at the annual shad dinner of the Philadelphia Traffic Club 
at the Philadelphia Rifle Club May 26 it i sannounced that there 
will be a vaudeville show by professional talent in the evening. 
B. M. Croll, assistant general freight agent, Reading, is chair- 
man of the committee in charge of the arrangements. 

At a “Ladies’ Day” luncheon of the Traffic Club of Minne- 
apolis at the Nicollet Hotel May 17, Dr. Lawrence M. Gould, 
senior scientist and second in command of the first Byrd Antarc- 
tic expedition, gave an illustrated lecture on “The Great White 
South.” It was the last luncheon meeting of the season. The 
first of a series of golf tournaments was held at the Westwood 
Hills May 18. 


The Transportation Club of Louisville will hold a ‘“Mer- 
chants’ and Manufacturers’ Dinner” at the Brown Hotel May 24. 
T. T. Harkrader, director of traffic, American Tobacco Company, 
will speak and a film will be shown by American Airways, Inc. 
The resolution adopted at Birmingham by the Associated Traffic 
Clubs of America will be voted on, as will the bill before Con- 
gress to modify the fourth section of the interstate commerce act. 


“Out of Town Members’ Night” was observed by the Trans- 
portation Club of Evansville at the Vendome Hotel May 16. The 
resolution adopted at Birmingham by the Associated Traffic 
Clubs of America opposing government ownership of the rail- 
roads was to be voted on. 

The Bridgeport Traffic Association will hold its annual 
meeting and outing at the Mill River Country Club, Stratford, 
Conn., June 14. The ticket presented by the nominating com- 
mittee is headed by T. J. Heffernan, Cilco Terminal candidate for 
president. 

The speaker at the next meeting of the Metropolitan Traffic 
Association of New York will be James J, Lyne, financial editor 
of the Railway Age, whose subject will be, “What Does the 
Future Hold for the Railroads and Railroad Men?” The meet- 
ing will be at the Hotel Victoria May 24. 

At a luncheon meeting May 15 of the Transportation Club 
of Saint Paul at the Hotel Lowry, the club ratified the resolu- 
tion in opposition to government ownership of the railroads 
adopted by the Associated Traffic Clubs of America at its Bir- 
mingham meeting. C. K. Landes and Max Goodsill, delegates 
to the convention of the national organization, gave reports on 
the meeting, and E. F. Flynn, assistant to general counsel, Great 
Northern, gave “high lights” from the speech of Professor Emory 
R. Johnson on government ownership. There was general dis- 
cussion of the subject: ‘Shall the United States Government 
Take Over the Railroads?” 


At an enthusiastic meeting May 15 the Women’s Traffic 
Club of Philadelphia was organized, the following officers be- 
ing elected: Betty Hoffman, president; Florence Simpson, first 
vice-president: Grace M. Young, second vice-president; Mar- 
guerite Maguire, recording secretary; Elizabeth Wiley, corre- 
sponding secretary; Adeline M. Hiser, treasurer. The meeting 
was called to order by Don C. Hunter, vice-president, Universal 
Carloading and Distributing Company, who introduced Sarah 
O. Seamer, of New York, a direcor of the Associated Traffic 
Clubs of America, as chairman. J. W. Babneu, president of 
the Traffic Club of Philadelphia, also addressed the meeting. 
Several members of the Philadelphia Traffic Club were present, 
and Professor G. Lloyd Wilson and J. L. Eysmans looked in on 
the gathering. 


A “home talent program” was presented at a meeting of the 


Traffic Club of Dallas at the Adolphus Hotel May 14. In rec- 
ognition of “Golden Rule Week,” Frank Jensen gave a short 
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CUSTOMERS 
WILL BE 
PLEASED 


When the bill of lading reads “American 

Mail Line’ both you and your Oriental 

customers know just when the goods will 

be delivered. Many customers insist upon 
this specification because of the dependable 
sailings of the President Liners to and from 
Seattle. One leaves every alternate Saturday; 
one arrives every alternate Tuesday, regular 
as clockwork. 


In addition, a fleet of fast cargo liners with 
frequent sailings to Japan, China and the 
Philippines. 


For information, apply desk No. 6 


21 West Street 

1714 Dime Bank Bldg 

110 So. Dearborn St Chicago 
Union Trust Bldg. Arcade Cleveland 


General Freight Office 
740 Stuart Building Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


ATTENTION, 
COAL SHIPPERS!!! 


You, of course, appreciate the importance 


of knowing what proportion of a joint rate 
accrues to a railroad purchasing fuel coal. 
But, unless the divisions are obtained from 
the railroads, there is, as a rule, but one other 
source—the files of the Interstate Commerce 


Commission. 


Call on us for this information. You will 
find our service prompt and the charge rea- 


sonable. 


*“‘At Your Service’’ 


THE TRAFFIC SERVICE CORPORATION 


Suite 614 Mills Building Washington, D. C. 
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talk on that subject. Changes in the by-laws and constitution 
of the club will be voted on at a meeting set for June 11. The 
ninth educational meeting of the club will be held May 21 at 
the Dallas Gas Company Building, with a number of specific 
problems dealing with claims, reconsignment, and other traffic 
matters on the docket for consideration. 


The Junior Traffic Club of Chicago will give an all-day 
golf outing at the Nordic Country Club, Itaska, IIl., may 24. 
There will be prizes for the winners. 


CENTRAL WESTERN ADVISORY BOARD 


Arrangements for the twelfth annual meeting of the Cen- 
tral Western Shippers’ Advisory Board, to be held at Troutdale- 
In-The-Pines, Colo., June 29 and 30, are under way. An at- 
tendance of more than four hundred is expected. There will 
be an address on “Government Ownership of Railways,” and 
transportation regulation will be prominent among the subjects 
to be considered. The traffic clubs of Denver are cooperating 
in an effort to make the meeting the best ever held by the board. 
A “stag” entertainment was given by the Ship Ahoy Club, com- 
posed of the “liberal element” of the Traffic Club of Denver, at 
the Denver Athletic Club, May 12, to stimulate interest in the 
affair. 





PEORIA AND PEKIN SHIPPERS’ CONFERENCE 


The Peoria-Pekin District Shippers’ Conference has been 
organized by traffic men of Peoria and Pekin, Ill. Its object 
will be to safeguard the transportation interests of shippers of 
the district, according to the announcement, and it will draw its 
membership from full-time employes of local industries. The 
officers are as follows: President, Les Jones, general traffic man- 
ager, Premier-Pabst Corporation; vice president, W. V. Wheat, 
traffic manager, Peoria Board of Trade; secretary-treasurer, E. J. 
Plover, traffic manager, American Distilling Company; directors, 
O. F. Becker, general manager, R. Herschel Manufacturing Com- 
pany; H. G. Curtis, assistant treasurer, Hart-Carter Company; 
R. Z. Eaton, traffic manager, Keystone Steel and Wire Company; 
O. B. Eddy, traffic manager, Hiram Walker and Sons, Ltd.; 
J. Kanter, traffic manager, Oakford and Fahnestock; F. W. Nie- 
haus, traffic manager, Allied Mills, Inc.; H. E. Seel, traffic man- 
ager, Commercial Solvents Corporation, and J. D. Ullman, vice 
president, Federal Warehouse Company. 


FAST FREIGHT SERVICE 


The Southern Railway, in conjunction with the C. & O. and 
the Big Four, has inaugurated a new fast freight service from 
Chicago to Atlanta, Birmingham, and other’ southeastern 
points, giving early second morning delivery out of Chicago. A 
new train, No. 59, was put on by the Southern, connecting with 
Cc. & O. and Big Four trains at Cincinnati. C. & O. train No. 90 
leaves U. S. Yards, Chicago, at 7:00 p. m., arriving at Cin- 
cinnati at 8:00 a. m. the following morning. The Big Four 
train, SY-2, out of Chicago, leaves there at 6:55 p. m. and ar- 
rives at Cincinnati at 7:30 a. m. eastern standard time. The 
new train of the Southern, with which they connect is sched- 
uled for departure from Cincinnati at 10:00 a. m., with the follow- 
ing arrivals at southeastern destinations: Chattanooga, Tenn., 
10:00 p. m.; Atlanta, Ga., 6:00 a. m. (next day); Jacksonville, 
Fla., 8:15 p. m.; Birmingham, Ala., 5:30 a. m.; New Orleans, La., 
11:05 p. m.; Nashville, Tenn., 5:00 a.m.; Knoxville, Tenn., 1:30 a. 
m.; Asheville, N. C., 1:15 p. m.; Columbia, S. C., 6:00 a. m. (next 
day); Spencer Transfer, N. C., 3:00 a. m.; Charlotte, N. C., 5:00 
a. m. , 


TRAFFIC MANAGERS’ COUNCIL 

A recent meeting of the Traffic Managers’ Council of the 
Hard-Surface Floor Covering Manufacturers, New York, was 
marked by the attendance of all members and a_ lengthy 
docket. Various transportation and rate adjustment problems 
of the industry were discussed, as well as United States Ship- 
ping Board intercoastal investigation. The council went on 
record as being opposed to the Lea Bill (H. R. 7667), which 
would change the method of assessing tolls on vessels passing 
through the Panama Canal. The chairman, E. G. Siedle, general 
traffic manager, Armstrong Cork Company, Lancaster, Pa., 
presided. 


The Traffic World may be found on sale at the following places: 
Chicago—The ‘Traffic World, 418 South Market Street. 
Washington—Traffic Service Corporation, Mills Build- 

ing, 17th and Pennsylvania. 
New York—Shipping Service Organization, 2040 Grand 
Central Terminal. 

The Traffic World may be read on the following trains: 

Great Northern Railroad—Empire Builder, Oriental 
Limited and Winnipeg Limited. 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the’ 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-0297 


_ 


The Traffic World 








Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


May 21—Argument at Washington, D. C.: 
- ey City Coal Dealers Credit Bureau et al. vs. A. G 
R. . et al, 
25949—Warren Chemical Co. et al. vs. C. & O. Ry. et al. 
May 21—Tulsa, Okla.—Examiner Smith: 
26379—Champlin Refining Co. et al. vs. A. T. & S. F. Ry. et al. 


wey 21—Birmingham, Ala.—Examiner Shanafelt: 
26448—Alabama Mining Institute vs. St. L.-S. F. Ry. et al. 


May 21—Chicago, Ill.—Examiner Cheseldine: 
Fourth Section Application Nos. 12383 et al.—Transcontinental rates. 
May 22—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 15521—as amended, filed by F. A. 
Leland, agent. 
May 22—Chicago, Ill.—Examiner Cheseldine: 
Fourth Section Application No. 15202—Fresh meats und packing 
house products to the south, filed by E. B. Boyd, Agent. 
May 22—Oklahoma City, Okla.—Examiner Smith: 
26420—H. L. Blackstock vs. G. N. Ry. et al. 
May 22—Boston, Mass.—Examiner Berry: 
26386—Boston Wool Trade Association vs. A. & W. Ry. et al. 
May 23—Coffeyville, Kans.—Examiner Way: 
23599—Rea-Patterson Milling Co. vs. M. P. R. R. (further hearing). 
aoe 23—Lima, Ohio—Examiner Cassidy: 
26318—The Ohio Mushroom Company et al. vs. B. & O. C. T. R. R. 
et al. 
May 23—Dallas, Tex.—Examiner Smith: 
Fourth Section Application Nos. 15394, 15456, 15515 and 15560. 
May 23—Washington, D,. C.—Examiner Williams: 
1. & S. 3984—Scrap iron and steel from Richmond, Va. 
May 24—Dallas, Tex.—Examiner Smith: 
18102—Boren-Stewart Co. et al. vs. A. T. & S. F. Ry. et al. 
May 24—Washington, D. C.—Examiner Witters: 
1. & S. No. 3966—Absorption of switching at Butte, Mont. 
May 24—Washington, D. C.—Examiner Lawton: 
Fourth Section Applications Nos. 15490, 15491 and 15531, 
J. E. Tilford, agent. 
May 24—Indianapolis, Ind.—Examiner Cheseldine: 
1. & S. 3970—Waste paper from, to and between Indiana points. 
May 25—Demopolis, Ala.—Examiner Shanafelt: 
387—Chamber of Commerce of Demopolis, Ala., et al., vs. South- 
ern Ry. 
May 25—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 15566—Filed by W. S. Curlett and 
B. T. Jones, agents. 


May 25—New York, N. Y.—Examiner Berry: 
1. & S. 3975—Coke from southern points to southern ports. 


May 25—Independence, Kans.—Examiner Way: 
1. & S. 3977—Classification ratings on revolving doors. 


May 26—Demopolis, Ala.—Examiner Shanafelt: 
* Finance No. 10399—Application Alabama & North Western R. R. 
for permission to abandon its railroad. 


May 28—Argument at Washington, D. C.: 
Pimance No. 10069—Application C. B. & Q. R. R. for permission to 
abandon its so-called Spearfish Branch, in Lawrence County, S. D. 


May 28—Pensacola, Fla.—Examiner Shanafelt: 
1. & S. No. 3968—Stave and heading bolts, Alabama to Pensacola, 
Fla, 


May 28—Beatrice, Neb.—Examiner Way: 
26222—Beatrice Chamber of Commerce vs. A. & W. Ry. et al. 


May 28—El Paso, Téx.—Examiner Smith: 
1. & S. 3973—Cement from El Paso, Tex., to N. M. 


May 28—Chicago, IIl—Examiner Cassidy: 
Fourth Section Application No. 15152—Dried beans and peas from 
W. T. L. Territory.—Filed by E. B. Boyd. 


May 28—Washington, D, C.—Examiner Witters: ; 

1, & S. 3939—Switching at High Point, N. C. (adjourned hearing). 
May 28—Philadelphia, Pa.—Examiner Barry: 

1. & S. 3986—Coal from Pa. mines to Newport, Del. 


May 29—Chicago, Ill.—Examiner Cassidy: 
26419—-Biagi Fruit & Produce Co., Ira W. Belcher, receiver for 
Biagi Fruit & Produce Co. vs. A. C. L. R. R. et al. 
26427—W oodruff & Edwards, Inc., vs. B. & M. R. R. et al. 


May 30—Tampa, Fla.—Examiner Shanafelt: 

26450—U. S. Phosphoric Products Corporation vs. A. C. L. R. R. 
May 31—San Antonio, Tex.—Examiner Smith: 

26371—-S. W. Mathis vs. A. T. & S. F. Ry. et al. 


May 31—Riverside, Calif.—Railroad Commission of State of California: 
inance No. 10370—Application A. T. & S. F. Ry. for permission to 
abandon its line between Elsinore and Temecula, Calif. 

June 1—Argument at Washington, D. C.: 

1. & S. 3929—Berries from, to and between points in the south. 


June 1—Jacksonville, Fla.—Examiner Shanafelt: 
26176—Dekle Lumber Co. et al. vs. A. & W. P. R. R, et al. 


June 1—Omaha, Neb.—Examiner Way: 
25718 and Sub. 1 te 6 incl.—Hoerman Packing Co. et al. vs. A. C. 
& Y. Ry. et al. (further hearing). 
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REAL TRAINED 

lave ' How men in routine traffic work have increased 
ign- their earning power through expert training. 

— ETROIT LEVELAND AVIGATION 0 Every traffic employee today should tion of branches, warehouses, new plants, 

wae 8 realize that Traffic Management—as prac- and additional sources of raw material. 

thie DETROI ticed by men of thorough tralning— His intelligent handling of cases before 

0 T, MICH. offers very substantial opportunities. The the pe ee a — 

; Traffic Manager who is really skilled in results in economies for s employer 

the techni f hi fession commands running into the tens of thousands of 

/ Daily Fast Freight Service at Low Marine Insured Rates Scone ae imtmen mens | at ‘eae “ating” etree bs 

ae i i i bec: his work ts vitally pportunities in Traffic Manag a 

All classes of merchandise and aut omobiles carried. the most intimate quments @f the basi tells the complete story. Every traffie or 

Steamers operate on the following schedules: ness. railroad employee should read this book. 

Upon him depends the flow of produc- Send for it today. Learn how LaSalle 

DETROIT-BUF F ALO DIVISION tion mond ee ——— — mm fie eng  e e B aes os ee 

Lv. DETROIT 5 P. M., EST. — Arr. BUFFALO 8 A. M., EST. ae, ere Se anh te mete ot Mapee-pay teelle peaens. We SP 

Lv. BUFFALO 6 P. M.. EST. — Arr. DETROIT 9 A. M., EST. po Rony he. effects enormous savings today for all the facts. Your inquiry will 

15 hours en route for his employer. He is consulted on loca- not obligate you in the slightest. Address 

tes, DETROIT-CLEVELAND DIVISION LaSalle Extension University, Dept. 595-TA, Chicago, Ill. 


Lv. DETROIT 11:30 P. M., EST. 
Arr. 





CLEVELAND 6:45 A. _ EST. 
EST. 


A. Lv. CLEVELAND 11:30 P. 
Arr. DETROIT 6:45 A. M., EST. 





7% hours en route, 

Direct connections are made at Buffalo, Cleveland and Detroit 
with all railroads and Intercity Motor Truck Lines. 

For rates and general information address: J. C. Torry, General 
Agent, Cleveland, Ohio. William Platt, General Agent, Buffalo, 
NM. B. 2. Ee Rodgers, General Agent, 330 North Michigan Ave- 
nue, Chicago, Ill. Albert Warn, General Eastern Agent, Chanin 
Bldg., 42nd and Lexington Ave., New York, N. Y. 


1g). GEORGE B. WRIGHT, Freight Traffic Manager, Detroit, Mich. 
Ship Your Freight by D. & C. and Save Both Time and Money. 


ng J | pab 


CUTS PACKING 
COSTS 65% 


A soft, flexible packing material 
for a wide variety of purposes. 
Gives over twice as much 
yardage as single-faced 













NEW D. & C. WEEK’S CRUISE 
$60.00—Buffalo to Chicago via Detroit, Mackinac Island 


and Cleveland. corrugated. 
$60.00—Chicago to Niagara Falls via Mackinac Island, De- Write for samples 
troit, Cleveland. and prices. 


Two sailings weekly. No Change of Steamer 
E. H. McCRACKEN, Passenger Traffic Manager, Detroit, Mich. 


by DETROIT & CLEVELAND NAVIGATION Co. 


CENTRAL FIBRE 
PRODUCTSCO.., Inc. 


108 N. Franklin St., Chicago 





th- 
- EIGHTY YEARS OF FAITHFUL ‘RAS Ftc 
SERVICE TO SHIPPERS FORM @ 
' EFFIC IENCY— Stock forms for all purposes. 


For Foreign and Domestic use. 
Constantly revised for accuracy. 
Write for descriptive circular. 


Modern equipment and 
to ieee. port facilities—plus 80 years 
ton Port Book cumulative experience en- 
la, and the Shippers z ; 
apt rt ables us to render the 
ton, issued semi- VERY BEST in service. 
monthly. ° ° 
All service units co- 
ordinated and under our 
direct supervision. 


HORDER’S, Inc. 


231 S. Jefferson St., Chicago 











om 
Write us if inter- Frequent and assured sailings to “The Most Progressive Port on the Great Lakes’’ 
ested in storage principal world ports. 
space. am Modern Terminal on Outer Harbor 
for Municipal Open Dock Municipal Transit Shed No. | 


THE PORT ON THE OPEN SEA 


CALVESTON 
«| WHARF COMPANY 


Municipal South Pier No. | Municipal Mooring Basin 
Municipal Air Marine Terminal 


Handle All Commodities—Bulk and Package Freight 
Modern handling equipment, dockside tracks, open 
storage, no bridge interference, 


- Established 1854 24-hour service. Reasonable Rates. 
Geo. Sealy, President F. W. Parker, V. P. & G. M. Inquiries Solicited 
(Agency—434 Board of Trade Bldg., Kansas City, Mo.) Board of Harbor Commissioners 
709 City Hall Milwaukee, Wisconsin 
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June 1—Chicago, Ill.—Examiner Cassidy 
Fourth Section Application No. 15563--Filed by I. C. R. R. and Y. 
& M. V. R. R. 
June 2—Galveston, Tex.—Examiner Smith: 
18761—Galveston Cotton Exchange and Board of Trade et al. vs. 
A. & V. Ry. et al. 
26035—Mississippi Farm Bureau Cotton Assn. vs. G. & S. IL R. R. 
et al. (further hearing). 


June 2—Omaha, Neb.—Examiner Way: 
1. & S. 3983—Loading and unloading livestock at South Omaha, Neb. 
June 4—Jacksonville, Fla.—Examiner Shanafelt: 
a. ee Oo Chamber of Commerce et al. 
. R. et al. 


June 4—Cedar Rapids Ia.—Examiner Cassidy: 
26461—Eastern Interior Iowa Industrial Assn. et al. 
Ry. et al. 
June 4—Kansas City, Mo.—Examiner Way: 
26401—Huntsville-Sinclair Mining Co. et al. 
June 5—Washington, D. C.—Examiner Berry: 
26052—Bellefonte Central R. R. vs. Pa. R. R. et al. 


June 5—Houston, Tex.—Examiner Smith: 
26453—Hughes Tool Co. et al. vs. Burlington-Rock Island R. R. et al. 


vw. A @ W.. P. 


ve. C. 2X. W. 


vs. Wab. Ry. et al. 








CSCCSSSCS SST SSSA RSSSR SSR S SESE SSSR SeeETeSee eee ESSE EEE eeEE EES AeeeeeseeeesEeReeeEEeEs, 


HARTMAN’S EASTERN FREIGHT RATES 


Class Rates and Percentages between 


New York, Cleveland, Rochester, Philadelphia, Cincinnati, 
Buffalo, Boston, Detroit, Syracuse, Baltimore, Pittsburgh, 
Chicago and other points of origin, and Official and 
Southern Classification Territories. 


Sent on Trial 732 Federal Street $18.00 per year 


é8OCeeecesseeseesessacescecs 
Seccecvecvcssccescuseusnsee 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successor te Keene & Ames 


Formerly Attorney and Examiner 
Interstate Cemmerece Commission 


Transportation Bldg., Washingten, D. Cj 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, BD. C. 
Oklahema City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 EB. 27th St. 










Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
interstate Commerce and State Cemmission Cases and 
Commerce 


Departmental Service 
Specialists 


815 Mills Bldg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cest and Statistical Analysee—Matters Relating 
te Ratee—Censelidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Orr irr tid 










Valuation 


GP teeseeecccssssescscsssseccscscesscccssecsccecsasseocess 
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June 5—Kansas City, Mo.—Examiner Way: 
26281—A. N. Christenson et al. vs. A. T. & S. F. Ry. et al. 


June 5—Washington, D. C.—Examiner Witters: 
26077 and Sub. 1—John Clark Co. et al. vs. A. & E. R. R. et al. 
June 5—Washington, D. C.—Examiner Disque: 
25390—Abilene & Southern Ry. et al. vs. A. C. & Y. Ry. et al 
25692 and Subs. 1 and 2—Abilene & Southern Ry. et al. va. A. C.@ 
Y. Ry. et al. (Further hearing.) 
26429—A. & V. Ry. (Y. & M. V. R A. & § 
Ry. et al. 
June 6—Argument at Washington, D. C.: 
19200—Depreciation charges of carriers by pipe lines. 


June 6—Jacksonville, Fla.—Examiner Shanafelt: 


R., lessee), et al. vs. 





1. & S. No. 3905—Lumber from South Carolina and Georgia to 
Florida. 

1. & S. No. 3980 and 1st sup. order—Lumber between Florida and 
Ga., S. C., and Ala. points. 

June 6—Kansas City, “Xaminer Way: 

26389—Weyl-Zuckerman & Co. vs. A. T. & N. R. R. et al. 

26390—Weyl-Zuckerman & Co. vs. A. G. S. R. R. et al. 

26463—Weyl-Zuckerman & Co. vs. Alton R. R. et al. 


June 6—Des Moines, Ia.—Examiner Cassidy: 
26451—Lucas County Farm Bureau et al. vs. C. B. & Q. R. R. et al, 


June 6—Argument at Washington, D. C.: 
17000—Part 4-A, Rate Structure Investigation, rates on refined pe- 
troleum products from, to and between points in southwest. 
Fourth Section Applications Nos. 14476, 14970, 15243 and 15265. 


June 6—Washington, D. C.—Director Bartel: 
* 3666—In the matter of regulations for the transportation of ex- 
plosives and other dangerous articles by trucks or other vehicles. 


June 7—Argument at Washington, D. C.: 
20703—Boston Wool Trade Assn. et al vs. A. & B. R. R. et al. 
25059—Alabama Asphaltic Limestone Co. vs. A. & B. B. R. R. et al. 
23236—Alabama Rock Asphalt, Inc., vs. A. & B. B. R. R. et al. 
24936—O. A. Smith Agency, Inc., vs. 1. C.’R. R. et al. 
June 8—Argument at Washington, D. C.:. 
24388—Chamber of Commerce of Greenville, O., et al. vs. 
Ry. et al. 
25521—John Parent Co. et al. vs. A. C. & Y. Ry. et al. 
25728—Hoboken Manufacturers R. R. vs. A. & S. Ry. et al. 
25878—New Orleans & Lower Coast R. R. vs. A. C. & Y. Ry. 
June 11—Minneapolis, Minn.—Examiner Cassidy: 
24709—D. G. Divine vs. M. C. R. R. et al. 
24343—Moore Bros. et al. vs. C. B. & Q. R. R. et al. 
June 11—Chicago, Ill.—Examiner Trezise: 
* 23130—Intrastate rates on bituminous coal between points in Illionis. 
(further hearing). 
June 12—Washington, D. C.—Examiner Williams: 
26006—Tri-State Packers Assn., Inc., et al. vs. Pa. R. R. et al. 
June 12—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 14934—Iron 
Illinois territory—Filed by C. W. Galligan, 
June 13—Argument at Washington, D. C.: 
Fourth Section Application No. 15000—Transcontinental Westbound 
Automobile Rates. 
June 14—Washington, D. C.—Examiner Witters: 
26402—W eyerhaeuser Timber Co. vs. Penna R. R, et al. 


June 14—Argument at Washington, D. C.: 
21377—W. S. Dickey Clay Manufacturing Co. vs. A. & R. R. R. et al. 





A. C. & ¥. 


et al. 


and steel articles in 
agent. 





26168—Alamo Coal Co. et al. vs. A. T. & S. F. Ry. et al. 
June 14—Atlanta, Ga.—Director Bartel: 
* 26483—H. D. Pollard, as receiver of C. of G. Ry. vs. H. A. Page, Jr., 
Cc. F. Harris, Ft. Benning R. R. et al. 
June 15—Washington, D. C.—Examiner Williams: 
* 19478—Elmer C. Smith vs. Ft. W. & D. C. Ry. et al. 
June 15—Argument dt Washington, D. C.: 
25539—Jule F. Acker et al. vs. Alton R. R. et al. 
25550—American Fruit Growers, Inc., et al. vs. A. & R. R. R. et al. 
26086—Harry A. Crowley et al. vs. A. T. & S. F. Ry. et al. 
June 15—Greenville, N. C.—Examiner Shanafelt: 
——a Shippers’ Association, Inc., et al. vs. C. & O. Ry. 
et a 
June 16—Argument at Washington, D. C.: 
25772—Houston Oil Co. of Texas vs. M. P. R. R. et al. (and cases 


grouped therewith). 
June 18—St. Louis, Mo.—Examiner Mohundro: 
25325—Absorption of drayage and trucking charges by St. L. S. W. 
Ry., M. P. RK. R., and C. KR. 1. & P. Ry. 
June 18—Argument at Washington, D. C.: 
26092—-Weinberg & Gilbert vs. A. C. L. R. R. 
grouped therewith). 
26109—Biggio, Inc., et al. vs. A. C. D. R. R. et al. 
June 18—Washington, D. C. oxaminer Trezise: 


et al. (and cases 





ee ae W. Showalter, receiver, Continental Coal Co. et al. vs. 
& Y. Ry. et al. 

25670—Robert C. Hill, Frank R. Lyon, and Howell Fisher, domicilary 

receivers of Consolidated Coal Co. et al. vs. A. C. & Y. Ry. et al. 


June 19—Argument at Washington, D. C.: 


25458 and Sub. 1—Granite Cordage Co. et al. vs. Southern Ry. et al. 





25600 and Sub. 1—Amato & Sons, Inc., et al. vs. A. T. & S. F. Ry. 
et al. 
June 19—Washington, D. ¢ r Boat: 
* Fourth Section Application No. 15532—Filed by J. E. Tilford, agent. 
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